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We reprint herewith the address made to the Master Me- 


chanics’ Association in New York, May 12, 1875, by the 
late Peter Cooper, giving his experiences with his locomotive 
on the Baltimore & Ohio road. At the present time it will 
have peculiar interest. 


Mr. Cooper said: Mr. President and gentlemen, this is 
sonething entirely unexpected to me. I had noidea of being 
called upon to speak to you this morning; but since you 
have called upon me, and as this isa very important ques- 
tion that vou now have under consideration, I may be able 
to call your attention to one or two things which may not 
have been brought within your observation as they have 
within mine. ' You see on that shelf a working model of a 
steam engine made entirely of glass. That engine has been 
exhibited before the classes here many times to show the 
effect of steam in its various operations, and as it was ex- 
hibited there was one thing developed which struck me as 
well worth noticing. The three jars which yousee are the 
boilers where the steam was generated by the burning of 
gas below. When the engine was running regularly I 
noticed, by accident, that when the man would raise the 
safety valve and let the steam blow off beyond the supply 
of the engine, as soon as the safety valve was raised, and 
while the engine was running, the water would rise in those 
boilers some two inches up against the sides. That developed 
to me one of the dangers in the use of engines which all 
engineers should be aware of: that whenever they find that 
the boiler iron has been exposed to the fire by reason of the 
water getting too low in the boiler, they should close it all 
right down, and even stop the engine, if they cau, instead of 
letting off steam. By letting off the steam, the additional 
water rising up in contact with the heated iron creates such 
a volume ot steam that the safety valve cannot discharge it 
sutliciently quick to prevent an explosion. I thought that 
this fact might not have come to your observation, and as I 
was unexpectedly called upon to say something, it struck me 
as one thing that, perhaps, might be of interest to you. They 
tried the experiment over and over again, with the same 
result : the water would rise each time some two inches on 
the side of the boiler. If the boiler had been sufficiently hot, 
above where the water in ordinary usage is found, then it 
would have been forced up by reason of the excessive amount 
of steam generated, and produced anexplosion. This fact 
may be worth remembering by engineers, that they should 
be careful in letting off steam, that the waterin the boiler 
is not allowed torise above the place it usually fills. A 
gentieman has just asked me to say something about a very 
little, insignificant locomotive which I made, { think, in the 
year 1829. You will see how insignificant it was when I 
tell you that the cylinder was only three inches in diameter, 
with a four-inch stroke. Itseemed presumption to suppose 
that such an engine could do anything oma railroad, and 
particularly on a road where there was a grade of 
eighteen feet to the mile, and curves of only two hundred 
and fifty or three hundred feetradius. I had been drawn 
into a speculationin Baltimore about that time, with two 
men who represented that they had very large means. We 
bought together three thousand acres of land, extending 
some three miles on the north side of the harbor at Balti- 
more. After I had been in partnership with them but a 
very little while, and had paid my portion of the purchase 
money (we bought the whole tract for one hundred and five 
thousand dollars), | found that I had paid my part while 
they had paid nothing, and that I was even then paying 
their board bills. They proved to be irresponsible men. 
What to do was the question. [insisted at once that they 
must either pay upor sell out. I was willing to buy or sell, 
whichever they chose. They could not buy, and sot after a 
good deai of bargaining, one man was induced to take ten 
thousand dollars for his share, and I paid it to him at once. 
The other, afcer a while, agreed to go out for a little less. 
After purchasing their interests I had an elephant on my 
hands, and the question was what I should do withit. I 
had to leave my business here while attending to this busi- 
ness in Baltimore. When the Baltimore & Ohio Railroad 
Company started, it started under very high expectations 
of fortune to all who were interested in it. I remember 
that Mr. Patterson told me that they then thought that the 
road would be so prodigal in its returns that they could af- 
ford to make the rails of silver. That was a very extrava- 
gant idea, to be sure, but that is what he said. Instead, 
however, of accomplishing such a result, they found at the 
end of one year that they had spent their first five per cent. 
of capital, and had demonstrated the fact tbat they must 
change the location of their road, in order to avoid the very 
short turns which they had at first adopted to save expense. 
They had learned from their own experience, as well as 
from the opinions of competent engineers from England, 
that no road could be successfully run with locomotives on 
which -there were curves of less than three hundred feet 
radius, and on that road they then had curves of one hun- 
dred and fifty to two hundred feet radius. There were a 
number of short curves of that kind. The company were 
plunged into despair, and the principal stockholders de- 
termined that they would no longer pay up the assessment 
on their stock. In the abandonment of that road1 saw the 
defeat of my enterprise. It would have been a terrible de- 
feat to me, for I saw that the growth of the city of Balti- 
more depended upon the success of that road, and I had 
purchased that tract with a view of taking advantage of the 
rapid growth of the city which was anticipated. I saw that 
my land was likely to remain for a great while before it 
could be of use, simply because they could not use the loco- 
motives they then had on the road as they had constructed 
them. I said to the President and a few of the directors 
who were principally interested that, if they would hold 
on, and not sacrifice their stock for a little while, I would 
put asmall locomotive on which, I thought, could pull a 
train around those short curves. So I got up a little loco- 
motive. I happened to have an engine in my factory, 
which I took on to Baltimore, and with some old wheels 
that 1 got at the railroad shops, I rigged up a temporary 
locomotive; and I think it was about as temporary as any 
youeversaw. WhenI got ready for an experiment I in- 
vited the President and directors to go out onit. The en- 
gine was a new construction altogether. It was a peculiar 
kind of an engine, which I had got up for experiment, 
and for the purpose of demonstrating a fa-t which is, per- 
haps worth uoticing—and | think the day will come when 
the principle embodied in that engine will be successfully 
demonstrated as correct. I got the idea that there was a 
great loss of power in getting a rotary motion through a 
crank, and I saw the way to get clear of it. I descri the 
method as well as I could to a young engineer of the Sterl- 
ing Iron Works (this was more than fifty years ago) and he 


seemed to understand how to do it. I cqgeed with him to 
get me up a little engine, and he did so. hen it was done 
he notified me that it was ready for experiment. I went 
down to Baltimore to try the experiment, and I got per- 
mission to attach it to the boiler of an engine three times 
the size of mine. They were boring a steam cylinder with 
it, and doiug nothing else. One drepped the work and the 
other took it up, while the safety valve was balanced 
exactly, and it did not take two minutes to perform the 
operation. To the astonishment of all who saw it, the little 
engine did the work. I remember the remarks of an English 
engineer who was there at the time. He looked at it with 
astonishment, and then said: ‘If any man had told me 
that that engine would do that work, I would have told him 
tbat he knew nothing about mechanics. I now see that we 
will yet cross the ocean in six days.” That was fifty years 
ago, and we have come pretty near his prediction. To 
give you an idea of how the ‘locomotive looked, | will de- 
scribe it ina few words. Just imagine a steam cylinder, 
with a piston rod going entirely through it. Imagine a 
chain at each end connected with the piston rod, and the 
chain passing around a wheel at the top, and another wheel 
at the bottom. With the piston rod this made the chain 
endless. Then imagine the chain bolted to the top and bot- 
tom wheels. Then I put a chain upon the other two wheels, 
and crossed the chains so that one was loose at the top and 
the other fast at the bottom. When the engine made its 
stroke it made alternate motions. There was a catch that 
caught on the edge of the flange. These catches were borne 
up by a spring behind them, and as it made this motion one 
way the catch was perfectly free to slip, aud the instant it 
stopped the other was ready to take it up and carry it on. 
ln this way the rotary motion was kept up about as per- 
fectly as you can imagine. It worked well until the edge 
of the cogs began to wear, and the hard strain caused it to 
slip. That discouraged me from making a larger one. I 
gotit all ready torun, and had a temporary track in the 
shop on which I could run it backward and forward by way 
of experiment. While I was away for a little while, after 
I had got it all ready to gov on the road, somebody ran it 
backward and forward on this temporary track, aud not 
understanding the operation, ran itso hard that they broke 
a piece out of one of the wheels. It was a good deal of 
trouble to get another; but I did get another, and put in on, 
got it into the railroad house, and got up steam over night, 
ready to make a start in the morning. The president and 
two other gentlemen stepped on the locomotive, and we 
went out a little way and came back, I felt confident that 
the next day we would go on with itand have a fair trial. 
The next day came, but again something had happened 
to my locomotive. They bad been running it backward 
and forward again, and had broken another piece out of 
my wheel. So I was delayed until I could get another one 
made. I had another one made. I was standing by the 
man watching him.as he was finishing it off, and thought 
we would soon be ready for a start; but, as bad luck would 
have it, when he was pas the last touches upon it, it 
slipped ont of bis hand and broke another piece off. 
Thought I. the fates are against me. I took that same little 
cylinder, put it on a cross head with a bottom bar, piston 
rod, and a couple of little shackle bars, with a crank and a 
cog wheel, and put the locomotive on theroad. When 1 got 
all ready I invited the directors to come and witness the ex. 

riment. Just then another little accident happened that 

must tell you about. Some good-for-nothing fellow had 
run cff with the copper pipes just for the old copper. I got 
them fixed, and again invited the directors to ccme and wit- 
ness the start. That time I succeeded in getting off. I got 
thirty-six persons in one car and booked on to it. The loco- 
motive carried six men, besides its own fuel and water. You 
would think that so small a cylinder would not be able to 
do the work, and the boiler was only about as big as a flour 
barrel. It was a tubular boiler, with iron gun barrels for 
the tubes! I feared that I vould not be able to get steam 
enough out of that boiler, and so I attached a blower, such 
as you never saw, I guess. I screwed a crooked joiut on the 
top of the smoke-steck to hold my blower, and carried a 
belt down over a wheel on the shaft, and so I got up speed 
enough torun it. I found that I had sufficient power to 
draw the shavings right through the boiler. 1 put my 
blower on and got up the steam. I set my safety valve at 
the amount of steam I wished to carry, but I found that 
the steam blew off too fast. The safety valves would dis- 
charge the steam so rapidly that I thought all of the water 
would go out of the boiler. I could not conveniently alter 
the safety valves, and I knew that the boiler was strong: so 
I put my hand on them and held them down. Insignificant 
as that litt'e engine was, we made the trip of thirteen miles 
in an hour and twelve minutes, making all the short turns, 
and demonstrated the fact that a locomotive could be made 
which could go around those short curves—the thing that I 
set out todo. We had it down hill in coming back, and 
made the run in forty-seven minutes. Some four years ago 
I met Mr. Latrobe, then the counsel for that road, at New- 
port, and he asked me if I had received a pamphlet from 
him. 1 told him that I believed not. Said he: ‘* Then I will 
send you one. I was one of your passengers on that trip to 
Ellicott’s Mills, and took particular note of everything that 
transpired, and of every mile we traveled, and of the min- 
utes and seconds we were in doing it.” He said that he had 
been delivering an address before an assembly in Baltimore, 
and had taken the opportunity to describe this trial trip. 
He sent me the address, and it gave me information which I 
was notaware existed. I believe that that little engine, simple 
as it was, had a good deal to do in stimulating the people to 
go on with that railroad, which is now such an honor to the 
country through which it passes, and in which the whole 
country may well feela just pride. But I will not occupy 
any more of your time. I had no expectation of being 
called upon to say anything, but willingly give you the 
little information I have. 


Master Car-Builders’ Association--Committee Cir- 
culars. 


We giv» below the circulars issued by several of the com- 
mittees appointed to report at the next meeting of the 
Master Car-Builders’ Association, in June. In all cases 
members are requested to reply as soon as possible, and, if 
they expect that the preparation of their answers will take 
some time, to notify the committees of their intention to 
reply hereafter : 

CAUSES OF ACCIDENTS TO TRAIN AND YARD MEN, 

The Committee find it impossible to frame any specific 
questions which are at all likely to elicit the kin of in- 
formation that is needed in order to make a satisfactory 
report on the subject that has been submitted to them. 
That the loss of life and injury to trainmen on our railroads 
is terribly great, and the suffering resultiug therefrom bor- 
rible to contemplate, does not require any evidence to prove. 
Of the preventable causes of such accidents every car- 
builder must bave more or less knowledge. The Com- 
mittee therefore deem it best to ask the members of the As- 
sociation in a general way to make such suggestions, with 





reference to the construction of cars, as observation 





has led them to believe would diminish the danger to train- 
men. 


The Committee will also suggest to the members of the 
Association that, in many cases where a radical reform of 
an evil is quite impossible, great improvement may easily 
be effected. All our car-builders are aware of the great 
loss of life and limb from coupling cars. It may be that the 
cure for this evil has been expected too exclusively from 
the use of automatic couplers. Members of the Association 
are therefore requested to make suggestions with reference 
to the improvement of the construction of the ends of cars, 
either with or without self-couplers, with a view of thus di- 
mivishing the danger to trainmen. 

The Committee are also of the opinion that, by indicating 
how the construction of cars and parts of cars can be better 
proportioned and put together and made more serviceable 
and substantial, they may be able to do more to prevent ac- 
cidents than they could in any other way. Members are 
therefore invited to make such suggestions concerning im- 
ae grow! of the details of cars as their experience may 

avé indicated are required to make them more durable 
and less liable to failure aud accident. 

Those who, from press of business or other causes, are dis- 
inclined to take the trouble of making a reply to this cir- 
cular, should bear in mind that, by giving the subject a 
little reflection and communicating the results of it to the 
Committee, they may be instrumental iu saving valuable 
lives or preventing most painful suffering. 

Communications should be sent to the Chairman of the 
Committee, whose address is ‘‘ Cleveland, Columbus, Cin- 
cinnati & Indianapolis Ry., Cleveland, 0.” 

W. F. Turrerr, Chairman, } 
JOHN Kirpy, ~ Committee. 
Wm. FvLier, \ 


REFRIGERATOR CARS. 

The Committes, by whom this circular is issued, was ap- 
pointed by the Master Car-Builders’ Association ‘‘ to report 
what they know or can learn on the subject of refrigerator 
cars, and whether it is more economical for railroad com- 
panies to own and run such cars, or whether they should be 
controlled by other companies and their employés.” You 
are invited to aid in making such a report by answering the 
following questions and giving such other information as 
you may have and which would throw any light on the sub- 
ject: 

Ist. In your judgment, what is the best car now in use 
for refrigerator purposes, and what is the present cost of 
same complete for service ¢ 

2d. State average number of miles run per day by re- 
frigerator cars on your road or by your refrigerator cars. 

3d. What is the cost per mile or year for repairs ? 

4th. What is the mileage or cost per mile paid by your 
a ay 4 to refrigerator car companies for ruaning same ’ 

5th. In your judgment, would it be best or more econom- 
ical for railroad companies to own and run their own 
refrigerator cars, or should they be coutrolled by other 
— and their employés ? 

6th. Please give any additional information that you may 
deem important. 

Communications should be sent to the Chairman of the 
Committee, whose address is *‘ Kansas City, St. Joseph & 
Council Bluffs R. R., St. Joseph, Mo.” 

THos. AYLESBURY, Chairman, ; 
C. E. Gore, -Committee. 
J. TOWNSEND, \ 


SHARP WHEEL FLANGES. 


The undersigned “were appointed a committee of the 
Master Car-Builders’ Association, at its meeting, held at 
Niagara Falls in October, 1882, to inquire into the question 
of “Sharp Flanges, their causes, and the best means of pre- 
vention.” 

In presenting this subject at the next meeting of the As- 
sociation, in June, the Committee would like to make its 
report as complete as it is possible to do, and it has thought 
best to address the circular of inquiry to members, so as to 
get an expression from all railroads in any way represented 
in the Association, asking for any statistics which they can 
give, trom records of the past year or two, as to the number 
of wheels drawn from service on account of sharp flanges, 
and the percentage which this number is of the total number 
of wheels drawn from all causes, in any or all kinds of ser- 
vice of which record is kept, together with the average mile- 
age of such wheels ; or so much of the information desired 
as can be furnished without too much Jabor. Also to get 
the opinions of such members as to the main causes of sharp 
flanges and the best means of prevention. 

If you will kindly give this matter such attention as you 
can, and address a reply, in whole or in part, to the Chair- 
man, at Bethlehem, Pa by April 30, you will confer a 
favor upon the Committee. Ifsuch statement involves too 
much labor in its preparation, the Committee would like a 
reply to that effect, in order that it may not unnecessarily 
delay further action. The information so received will not 
be published, but is to be used only for guiding the Commit- 
tee in making their report. 

H. STANLEY GoopwWIn, Chairman, } 
R. C. BLACKALL, -Committee. 
Jno. W. CLovp, \ 


THE BEST CARRYING CAPACITY FOR FREIGHT CARS, 


At the last meeting of the Master Car-Builders’ Associa 
tion a committee was appointed on ‘*‘ Tne Most Economical 
Carrying Capacity for Freight Cars,’ and **To report what 
are safe and economial loads for axles of given sizes.” This 
Committee solicits answers to the following questions, with 
a request that you give any other information within your 
reach which may aid them in making an intelligent report: 

1. Is the cost of repairs of freight cars greater since the 
loads they carry have been increased, and if it is, are you of 
opinion that the cost has increased in greater or less propor- 


| tion than the loads ¢ 


| 








2. Do you think it would be economical to construct cars 


| specially designed for carrying more freight than cars 


usually carry now, and if so, state what you think the 
capacity of such cars should be ? 

3. In your opinion, if car axles are made cf ordinarily 
good material, what sbould be the length and diameter of 
the journals, and the diameter at the wheel-seat, to carry 
loads of 5,000 Ibs. per wheel safely ?—whct sbould their 
dimensions be for carrying 7,590 ibs., and what for carrying 
10,000 Ibs, of load per wheel ? 

4. Give any facts which may have come under your Sbser 
vation which showed that axles have been either too small or 
too large for the loads they bad to carry. 

5. If the Master Car-Builders’ Association bad occasion to 
recommend a standard axle at the next meeting, and were 
free to adopt what seemed to be in every way the best siz», 
would you advise the adoption of dimensions larger or 
smaller than those of the present M. C. B. standard? 

6. In your op‘nion, would it be economical to make axles 
larger than are required for safety, or is safety the only 
practical consideration to be taken into account in their de- 
sign and construction? 

. What has been your experience during the severe 
winter just past in regard to broken axles under freight 
cars? Have you had many broken, and ‘ so, were tucy 








226 








smal] or large axles which broke? Have the axles failed 
more frequently than other portions of the trucks ? 

As the annual convention will be held in less than three 
months from the date of issuing this circular, you are re- 
quested to give as prompt a reply as possible. Answers 
shculd be addressed to the Chairman of the committee, 
whose address is “Lake Shore & Michigan Southern Ry., 
Cleveland, O.” 

JOHN Krrpy, Chairman, 


‘ : 
Wo. FULLER, ; Committee. 








Malaria in the Railroad Service. 


Conductor Hosley was found guilty of manslaughter in 
the Superior Court at Greenfield yesterday, Judge Blodgett 
presiding, and the jury being ovt less than two hours. . This 


defense, and is likely to attract general attention. It is very 
rare that railroad employés are tried and convicted of this 
grave crime, after a railroad accident, and to rest the de- 
fense of a criminal prosecution upon the theory that 
responsibility can be voided by a disease which is neither in- 
a > — intoxication is a complete novelty. 
r. 

tor of train 26 on the New Haven & Northampton Railroad. 


Passing over the State Railroad, Hosley had telegraphic or- | 
ders at Buckland to pass train 43 (belonging to another cor- | 


poration) at Charlemont. The rules of the state road 
required him to take that order to his engineer, get his sig- 
nature to it, sign it himself and return it for transmission 
back to the train-master. Hosley did not show it to the en- 
gineer, Hamilton, or s 
signatures himself, ‘‘Hosley, Hamilton.” 


Hosley then for- 
got the order. 


That happened precisely which the rule of 


the road was intended to prevent; as he had violated the | 


rule, it was not prevented. Engineer Hamilton was ignor- 
ant of the order to puss 43 at Charlemont. The trains col- 
lided, killing the conductor and fireman of 43 and the fire- 
man of 26, and badly injuring Hosley and his engineer. 
Mr. Hosley’s defense is that for some days he had been 
working 14 hours a day and he had had malaria so severely 
that on the day in question he remembers nothing from the 


STEEL 


time he left a previous station till he found himself Iving in 
a farm house after the accident. He said, however, to one 
of the train-men after the accident: “I don’t know but I 
am to blame.” 

There isscarcely any dispute or doubt as to the facts in 
this case. The responsibility for the collision was clearly on 
Hosley. The only doubtful point was whether Hosley’s 
mind was cloudy from disease and whether that fact re- 
lieved him from responsibility. The jury evidently an- 
swered the first or the second of these questions in the nega- 
tive, for they held him responsible. The testimony of Hos- 
ley that he had had previous spells of loss of mental con- 
nection from tbis same disease would tend to heighten the 
blame, that he should still assume to operate a freight train, 
knowing that he was subject to the loss of that conscious at- 
tention which is the first necessity of a man in that voca- 
tion. 

This trial is of more interest to the railroad trade than to 
any one else. So long as the law denies liability to the em- 
ployer for injuries between fellow-laborers it is for their 
interest that when those injuries result from criminal negli- 
gence the state shall not suffer it to pass with impunity. 
While it seems hard that a man of good repute and general 
fidelity should suffer not only an injury but a legal penalty 
for his carelessness, as the law now stands, it is the only pro- 
tection extended by the state in behalf of men whose lives 
are wholly dependent on the fidelity of their fellow-laborers, 
The passenger, if he observes ordinary prudence, has the 
chances of safe carriage immensely in his favor, and if he 
suffers injury he is sure of a liberal indemnity. But the 
railroad employé is exposed to a much greater risk and 
has no chance of indemnity. 

This denial of employer’s liability is all wrong, and the 
Hosley case well shows it. Of the three men killed, two 
were not even common laborers with Hosley, unless the 
fact of both roads leasing the same privilege from the state 
so constitutes them. But suppose that they were all co-la- 
borers in the eye of the law; how helpless 1s each one indi- 
vidually to measure the risk he runs, or to know the 
character of his associates and superiors. Hosley himself, 
ailing with malaria perhaps, but anxious to keep at bis 

st, finds himself worked from 6:30 a. m. till 8:30 p. m. 

f he should refuse to work 14 hours, as exposing him to 
u risk of break-down, he would be quickly ‘ bounced.” 
These men were killed and injured in the twinkling of an 
eye and of them all, Hosley was the only one who contrib- 
uted negligence to that result. To punish him is well, but 
does not benefit the dependents of the killed, or the injured 
and their dependents. Let the employer, particularly the 
railroad, on account of the dangerous nature of the employ- 
meat, be made liable to damages of $5,000 for loss of life or 
injury to employés in case no contributory negligence on his 
part can be proved. Then the Hosleys will hardly be kept 
at work 14 hours a day; if they still forget, their victims 


will have some indemnity. That indemnity wil be part of | index finger, fat as a pin cushion, pointed squarely at his! the people, or their representatives in Councils, do not favor 


osley, anold and trusted railroad man, was conduc- | 


k to him about it, but signed to the | 





the annual charge of running the railroad, as it ought to be, 
and the management can readily recover the necessary 

amount from the public through the rates of transportation. 
| The helpless single employé, if he is injured, or his heirs, if 
| he is killed, has no such channel of access to the public 
| wealth except through the poorhouse, and that is the last 
| refuge which the Commonwealth of Massachusetts can af- 
ford to extend to honest and faithful laboring men or their 
children, when another just, honorable and practicable way 





of redressing their misfortunes is open for adoption.— 


Springfield Republican, March 30. 








| Steel Permanent Way onthe London & Northwestern 
Railway. 


| The engravings herewith represent a system of perma- | 
is a very remarkable case, both in the prosecution and the | 


nent way, designed by Mr. F. W. Webb, the Locomotive 
Engineer of the line named, and which has been thoroughly 
tested on that road. The construction is shown so clearly 
by the engravings that no description is needed. The rails 
are of the “ bull-head” formy so generally used on English 
roads, laid in chairs, and secured by wedges as shown. The 
| rails are canted at an angle of 1 in 20, to conform to the 
cone of the wheels. 

We learn from Mr. Webb, to whom we are indebted for 
the photographs from which the engravings were made, 
that ten miles of this permanent way are now being put 
down, and that its cost in England exceeds very little the 
price of creosoted wooden sleepers with the heavy cast-iron 
chairs and screwed fastenings. 


THE SCRAP HEAP. 





| Cooling Cars and Axle Boxes. 

By an ingenious device, the axles and boxes of cars are 
now prevented from being heated, and a great source of 
danger thus avoided. In accomplishing this, a rotary fan, 


PERMANENT WAY 


secured to the lower face of one of the trucks, is driven by a 


| belt that passes over a pulley on one of the car axles. To 
the nozzle of the fan is secured a rubber tube, attached at 
its outer end toa pipe fixed to the bottom of the car ; from 
this pipe rubber tubes lead to pipes that open into the car 
axle boxes, and branch pipes also lead up from the main pipe 
through the floor of the car. When the car is in motion the 
fan is rotated and air forced into the car, cooling and venti- 
lating it, and is also forced into the axle boxes, keeping the 
axle cool. A small lubricating box, which has on its upper 
surface a semi-circular bearing for the passage of the axle, 
has, between its lower face and the bottom of the box, 
springs that keep the lubricant contained in the axle-box in 
contact with the axle.—Boston Advertiser. 


Government Tests of Material. 


The following circular has been issued by Gen. S. V. 

Benet, Chief of Ordnance, in relation to tests of materials 

| on the government testing machine at the arsenal at Water- 
town, Mass. : 

‘*Referring to the circular frum this office of Jan. 19, 
1883, inclosing a programme of tests submitted by the 
American Society of Civil Engineers, I have now the honor 
to inform you that, Congress having failed to appropriate 
money for the purpose, it will be impossible for me to pay 
the freight charges on the material sent to Watertown Ar- 
senal for test. I will, however, be glad to make tests if the 
material is sent there free of cost.” 

Attempt at Train Wrecking. 

A dispatch from Dallas, Tex., April 5, says: ‘‘ Before 
daylight yesterday an attempt was made to wreck a Mis- 
souri Pacific train 16 miles north of Denton by placing 
heavy logs on the track. The engine and front trucks of 
the baggage car passed over the obstruction, but were not 
derailed. The trainmen gave chase to a negro discovered in 
a fence corner and captured him. He was lodged in Denton 
jail. The impression prevails among railroad men that the 
obstructions were not placed on for the passenger train, but 
to catch a train en route to Mexico with nearly $100,000 on 
board to pay off the construction hands on the Mexican 
Central Railway. ‘This is the second time the track has 
been obstructed near the same place. Men were sent to 
guard that section of the road.” 


“Can a Hog Read?” 

Charles Shands, a negro, sued the Missouri Pacific Rail- 
way Co., for the value of a hog killed by one of the com- 
pany’s engines. Plaintiff recovered $12.50. One question 
put to a witness by plaintiff’s attorney provoked much mer- 
riment, so that Justice Furman, who almost smiled himself, 
had to call on W. B. Hale to restore order : ‘‘ Was the usual 
sign up, ‘Look out for the locomotive?” Instantly arose 
Ben Ayers, attorney for defendants, and with one didactic 
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honor, spoke in his peculiar tone as follows: ‘‘ I object, if 
your honor please. Capa hog read ? Suppose a sign a mile 
long stood there, emblazoned in all the pomp of paint, would 
that hog have stood there grunting solemnly #nd having 
carefully wiped his specs on the brush of bis tail, read that 
sign? No, sir; that bog would have gone on his way 
had signs been written on the skies.”-—Fort Worth (Tex.) 
Gazette. 


Looking After the Shipments in Time. 


Paul Morton, First Assistant General Freight Agent of 
the Cincinnati, Burlington & Quincy road, is ‘‘one of the 
finest.” A few days agoa firm engaged in business in this 
city received a telegram from Morton, soliciting a car-load 
of freight over bis line from Galvato Peoria. The firm, 
after looking over their letters, could find no order for a car- 
load of gcods destined for Peoria. Not knowing the agent 
(Morton) they ‘were completely mystified as to what was 
meant by bis message. The next day the firm receiv. d the 
order for the car-load of goods referred to by the freight 
agent and the shipment was made via bis line. Morton 
wasn’t going to be left, and sosolicited the freight the day 
before the order for it reached this city.—Cincinnati En- 
quirer. 


The Cable Motor for Street Cars in Philadel- 
phia. 

Yesterday morning there was a successful test of the 
working of the Union Passenger Railway Company’s cable 
motor over the 10 squares from Twenty-third to Thirty- 
third street, at the west end of the Columbia avenue track. 
Six cars, coupled into two trains of three cars each, all of 
them full of passengers, were carried in 14 minutes from 
the Twenty-third street station to the entrance to the Park, 
at Thirty-third street, and back, a distance of about 3,300 
yards, or about 1% miles for the round trip. This is much 
faster time than the city ordinances would permit the cars 
or trains to run when in actual use. The movement of the 
cars was smooth and uniform; the starting and stopping 
were without jerk or jar or strain, and the whole apparatus 
was managed with apparent ease. So far as those on the 
cars could observe, the test was entirely satisfactory. 

This plan of propulsion for street railway cars having been 
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quite recently described in the Ledger, there is no need to 
go into details of the subject again, except to make the fol- 
lowing remarks plain. In this instance the two driving en- 
gines of 100 horse-power each are placed in the Twenty- 
third street station. These engines move a system of large 
wheels, around which the cable is reeved so as to regulate 
its motion and keep the cable well stretched, or taut as the 
sailors say. The cable is carried thence in an underground 
conduit to Thirty-third street, where it turns a curve and 
returns in a parallel conduit back to the starting point. The 
eable is kept in place by supporting and guiding pulleys in 
the conduit. In the middie line between the two surface 
rails of the track there is what appears to be a third rail, but 
this has an opening or slot in it, all the way. It is through 
this that the car is connected with the moving cable in the 
conduit beneath—a connection that is made by an iuge- 
niously contrived clutch or grip, under the centre of the car, 
which will take hold of the cable or let go instantly, at the 
will of the conductor, who works a lever for that purpose at 
the front of the car. The cable being in motion all the time, 
when the clutch takes hold the car moves with the cable, 
and when itlets go the car stops. That is all there is of it, 
except the details in a description of the machinery. 

This public exhibition of the working of the cable motor 
has a wider importance than the success of the trial, and, in- 
deed, so far as the success is concerned, that had already 
been demonstrated in San Francisco and Chicago by the use 
of similar apparatus. The cable device is calculated to re- 
move several difficulties in the way of street railway traffic 
—over-worked horses, too few cars at some periods of the 
day and night, and too many at others, cars densely and 
most uncomfortably packed at times, and at other times 
carrying too few passengers to pay. The cable is the equali- 
zer and adjuster for all this, as all that has to be done is to 
couple on additional cars when the crowds are tobe carried. 
It is simpiy a question of having cars enough, without the 
great additional expense and risk of a large additional stock 
of horses for use but three or four hours out of the 16 or 18 
hours the cars are kept going every day. There are other 
advantages wedo not mention. Several other forms of 
motors have been tried, but none of them meet the require- 
ments so completely as this. It is not only a decided ad- 
vance, but it is a very great advance, such as it has been the 
duty and pleasure of the Ledger always to encourage. 

Although, as we have said, itis a proved and accepted 
success in two American cities, the introduction of the cable 
is in one sense an experiment in Philadelphia. It awaits the 
verdict of public opinion, and the action of City Councils, 
to which body is committed the duty of giving tbe sanction 
of law to the public judgment in matters of this kind. In 
the brief but clear and business-like statement made by Mr. 
Kemble, the President of the company, yesterday, he stated 
that these nearly two miles of cable motor had been laid for 
public examination and for public decision on its merits. If 
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it, the enterprise will stop where it is; if they approve it, 
the company is prepared to go on with extensions of the 
system. That is sensible and right all round. If the people 
approve the plan, and there seems to be no reason why they 
should not, then it will be for Councils to adopt a general 
ordinance, available for all companies that desire to adopt 
the cable system, the same as in the case of underground 
telegraph, telephone and electric light cables.— Philadelphia 
Ledger, April 7. 

He Paid for his Joke. 


The other day a baggage wagon brought a trunk to the 
Union Depot which was labeled: 

‘Dynamite within—smash if you dare!” 

The trunk was closely followed by a young man who had 
about seven minutes to get his check and catch the train. 
When he presented his ticket and asked for acheck the bag- 
gagemaster replied: 

“ae trunk can’t go as baggage.” 

ony y? 

“The contents are dangerous. You'll have to remove it 
from here at once or L’ll make you trouble.” 

“But there is no dynamite within.” 

“There is the warning.” 

“Yes, but that was for a joke on the baggage smasbers.” 

**Young man, a railroad never jokes. Get that trunk out 
of here!” 

“Come, old fellow, it was only. in fun,” entreated the 
smart Aleck. “I have only four minutes to catch the 
train. 

‘If you do not remove the dangerous trunk I shall have 
to call an officer,” was the firm reply. 

‘“*T tell you it is not dangerous.” 

‘Let me inspect it.” 

This was grudgingly acceded to, and nothing more dan- 
gerous than four shirts, which sadly needed washing, were 
discovered. By this time the train had departed, leaving the 
joker with eight hours on his hands, and as the trunk was 
relocked he was handed the scraper and the advice : 

‘* Young man, it might be safer for you to label yourself 
with something like: ‘ Perishable—no delay.’ You are evi- 
dently too ripe for this section. Now scrape that sign off, or 
the trunk can’t go.”—Detroit Free Press. 

Wages of Wabash Engineers. 

The following is the schedule as finally agreed upon by 
General Superintendent Andrews, of the Wabash, St. Louis 
& Pacific road, and the locomotive engineers of the road: 

1. Freight engineers of second year’s service or over, to 
be paid 4 cents per mile. One hundred miles or less to con- 
stitute a day’s work. Allover 100 miles to be paid at the 
rate of 4 cents per mile. 

2. Freight engineers of the first year’s service, promoted 
from firemen, to be paid 314 cents per mile. One hundred 
miles or less to constitute a day’s work. All over 100 miles 
to be paid for at the rate of 3¢ cents per mile. 

3. All passenger engineers to be paid 31¢ cents per mile. 
One hundred miles or less to be rated as a day’s work. All 
over 100 miles to be paid at the rate of 314 cents per mile. 

4. All engineers running ten-wheel engines to be paid 4.3 
cents per mile. One hundred miles or less to constitute a 
day’s work. All over 100 miles at same rate per mile. 

5. Engineers assigned regularly to run way freight trains 
to be paid 5 cents per mile. One hundred miles or less to 
constitute a day’s work. Allover lOO miles to be paid at 
same rate per mile. 

6. Construction or work train engineers to be paid $3.50 
per day. Twelve hours to be called a day’s work. All time 
over 12 hours to be paid at the rate of 35 cents per hour. 

7. For delays on the road, when not caused by negligence 
of engineers, the following allowance will be made: For all 
hours of delay over schedule train time 35 cents per hour 
will be paid, except that when delay does not exceed two 
hours no extra time will be allowed. 

8. For doubling hills.—In case an engine has more cars 
than is rated for the capacity of the engine, and do:.bling a 
hill becomes necessary, extra time will be paid for at the 
rate of 35 cents per hour for all such delays. 

9. Engineers not to be called for duty until one bour 
before the train is ready to leave. If the engineer fails or 
refuses to respond when called, he is to be fined the same 
rate per hour he receives for extra time or dismissed from 
service; the caller to have a book in which engineers must 
register their names and time when called. 

10. If any engineer has been laid off for any cause, he 
shall be granted a thorough investigation within five days, 
and he shall receive pay for every day thereafter until a 
decision in his case has been reached. 

11. In respect to grievances caused by delays on the road, 
waiting for trains at terminals, etc., it is tne purpose and 
intention of the company to make such improvement in the 
way of increased facilities for moving trains promptly over 
the road by iucrease of side tracks and telegraph lines 
and other needful improvements as to overcome as much as 
possible all needless and unnecessary delays. 

12. Switch engineers not to be paid less than $2.50 per 
day for 12 hours’ work. 


Weather Indications by Railroad. 


A plan for distributing the indications of the weather, as 
sent out by the Signal Service, is to be tried on several 
roads. The probabilities are to be shown by means of signal 
boards fixed prominently on the sides of the baggage cars 
on passenger trains, the color and arrangement of these 
boards showing whether storm, rain or fair weather may 
be expected. It is thought that by the use of bright and 
easily-seen colors these signals will be visible for some dis- 
tance, and will be of much service to farmers on the line 
of the railroads. 


International Electrical Exhibition. 


The Austro-Hungarian railroads offer a rebate of 70 to 
80 per cent. in the freight on articles sent to the Iuterna- 
tional Electrical Exhibition to be held in Vienna. To re- 
ceive the advantage of this a certificate issued by the Exhi- 
bition Commission and attached to the biil of lading will 
be required. 

Passengers on Freight Trains. 


It is stated that persons desiring to ride on freight trains 
on the Union Pacific road are required to sign the following 
contract: 

‘*T request permission to ride on freight train No.— — of 
— 188— from to , said train 
not being equipped or adapted for the carriage of passen- 
gers. I have urgent reason for doing so, and in considera- 
tion of such permit hereby agree to surrender a ticket or 
pass and accept such accommodation as the train affords, 
and waive all claims whatever against the Union Pacific as 
a common carrier by such train, and hereby expressly 
agree tu assume all risk of accident, and that the said com- 
pany shall not be liable, under any circumstance, for any 
injury to my person, or loss of or damage to my property, 
and I further agree to board and leave the train at any 
point most convenient for the said railroad company, and 
also agree not to board or leave the train while in motion.” 


Railroad Christian Association. 


The Indianapolis Association reports that during the past 
year 1,825 religious services have been held, and 89 visits 
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have been made to the sick. The reading room contains a | 
number of books and periodicals, and has been visited by a 
large number of persons. There have been 208 visits made 
to shops, yards, etc., and 14 visits to other towns. A large 
number of books and magazines have been distributed. The 
work has been energetically carried on and gives promise 
of good results. 


Caring for the Religious Needs of Employes. 

The Chicago, Burlington & Quincy Railroad has a pew in 
the Methodist Church at Des Moines, Ia., for the use of its 
employés who may be be in the city over the Sabbath. 


Railroad Responsibility—The Rights of Travelers 
on Railroads. 


Ata public meeting in London, called for the purpose of 
protesting against the disregard of the rights of the travel- 
ers by railway companies, Sir John Bennett laid down the 
doctrine that the railways are the servants, and not the 
masters, of the community, Acting upon this principle, 
there have been two Railway Travelers’ Defense Societies 
organized in London, which are accomplishing excellent 
results. The membership fee is half a guivea. One of the | 
societies employs an experienced solicitor to look after ' 


the complaints of members, and the publication of 
a semi-monthly journal, called the Railway Reformer, 
has been begun, in which the “ victories” of the society 
over the railroad companies are duly heralded. The victo- 
ries consist in obtaining redress for loss or inconvenience to 
travelers arising from unjust or vexatious acts and regula- 
tions on the part of railway companies. For example, the 
London, Brighton & South Coast Railway took a passenger 
from Brighton to Guildford via Horsham. The traiu ar- 
rived atthe latter junction after the Guildford train had 
started. A claim of the return of fare expenses was made, 
leading to a voluminous correspondence with the company, 
who endeavored to stand on their piblished ‘ regulations” 
that they would not undertake to keep strict: tame. The 
solicitors of the association intervened, and the company 
ultimately paid the demand. In another instance a passen- 
ger’s baggage was not put off at the proper station snd 
be was obliged to return home without ef- 
fecting the object of his journey. A_ claim 
was made against the company for the ex- 
penses of the trip, and through the efforts of the solicitor 
it was paid. In still another instance a member of the so- 
ciety successfully demanded the amount charged by his 
train in excess of the regular fare, the first-class compart- 








228 








ment for which he had paid not being provided. The sec- 
ond Travelers’ Defense Society employs no solicitor, but 
holds public meetings and popular demonstrations, which 
are intended to instruct the people in their rights, and to 
give voice and force to public sentiment The scciety is 
aiming particularly to prevent the overcrowding of cars. 


A Discrimination Case Before the Massachusetts 
Commission. 


The Massachusetts Railroad Commission makes the fol- 
lowing report on a complaint recently heard by the board : 

This petition was as follows : 

‘The undersigned, a citizen of Pittsfield, Mass., respect- 
fully represents that the Boston & Albany Railroad did, 
under date of June 27, 1882, demand and accept fron 
the writer 14cents per gross ton terminal charges at Hud- 
son, N. Y., and $1.25 per gross ton rail carriage from Hud- 
son, N. Y., to Pittsfield, Mass., on one cargo of coal con- 
taining 119 1400-2240 gross tons, while, at the same time, 
they were doing the same service for other parties for a less 
rate, thereby subjecting your complainant to an undue and 
upreasonable disadvantage ; and, further, no lower rates 
are offered to those bringing cargo lots of coal than those 
bringing car-load lots. Wherefore your petitiover begs 
that you will investigate the matter, and take such action 
in the premises as to you may seem just and right to all. 

“Joun F. HeMMING.” 

The second clause of the petition is apparently founded 
in an erroneous view of part of a former decision by the 
board. Upon a charge of unreasonable rates, it was found 
that this company, contrary to the universal rule in this 
state, gave no lower rates for cargoes or large quantities 
transported at one time than for car-loads, and this was 
regarded as evidence tending to prove the charge of unrea- 
sonable rates on cargo lots; and, upon the whole evideace, 
the charge was sustained. Iu this petition, a part of the 
evidence is stated as if it were in itself an offense. In fact, 
there is in this case no practical question, because from 
Hudson to Pittsfield no shipper does, in fact, desire to have 
one cur of coal carried. The petitioner did for a special 
purpose have one such transaction in 1881. No other in- 
stance was known to have occurred. Upon this statement, 
there is no occasion for saying more on this point. 

The other transaction, as proved, showed no discrimina- 
tion. Mr. Hemming purchased at Newburg and presented 
to the Boston & Albany Railroad Co. at Hudson 119 tons of 
coal in a barge and was obliged to pay 14 cents per ton for 
unloading it, in addition to the regular charge for transpor- 
tation to Pittsfield. This was a reasonable charge, and pre- 
cisely the same that would have been made to any other 
shipper presenting a cargo of coal in the same way. The 
shipper was subjected to no ‘‘ prejudice or disadvantage” 
whatever. It is true that if the petitioner had bought his 
coal at Hudson he would have had it carried to Pittstield for 
$1.25, and he would have escaped the cost of unloading by 
getting the advantage of the through rate, which inciudes it. 
‘’his advantage he contrived to evade. A passenger can, by 
purchasing two separate tickets, pay a larger rate, but he 
could not complain of discrimination if discrimination in 
passenger fares were unlawful. Thesingle transaction now 
brought to our attention showed no discrimination and uo 
unreasonableness of charge. The merits of the combination 
under which coal is furnished at Pittsfield have been more 
than once discussed before the board. They are not nuw be- 
fore it. It there is any inconvenience’ or unfairness in that 
arrangement, it is not set forth in this petition or shown by 
any testimony now offered. 





RAILROAD LAW. 


Changes of Freight Rates in Missouri. 

The following bill has passed the Missouri Legislature and 
become a law: 

Section 1. No railroad company in this state shall ad- 
vance its rates for carrying freight without having at least 
given twenty days’ notice of such change by posting the 
schedule to which it is proposed to change the rates in at 
least three conspicuous places on each of the freight and pas- 
senger depots belonging to the company proposing the 
change. 

Sec. 2. Any person or company operating a railroad in 
this state who shall fail to comply with the provisions of 
this act shall, for each offense, forfeit $500 to the use of the 
common school fund of the county, to be collected by civil 
action in the Circuit Court of any county through which the 
road belonging to such person or company may run; such 
suit may be instituted by any person injured by such viola- 
tion, or by the prosecuting attorney of the county where the 
suit is brought. 


The New Texas Railroad Law. 


The railroad law passed the Texas Senate April 7, and 
goes into immediate effect. It provides for the appointment 
by the Governor of an experienced railroad engineer at a 
salary of $3,000 per annum, whose duty it shall be to care- 
fully inspect the condition and manner of operating rail- 
roads in the state with special reference to the safety and 
the proper accommodation of the public. It  pro- 
vides that the charges for transportation on each class 
or kind of freight moving iu the same direction shall be 
uniform, and any unjust discriminations in the rates or 
charges for the trausportatiou of any freight made against 
any person or place of any railroad operated in the state is 
declared to be unlawful, and if any railroad corporation 
sha)] willfully charge any person for the transportation of 
ren f freight upon its railroad any higher or greater rate of 
toll or compensation than it sball charge any other person 
for the transportation of the like quantity of freight of the 
same class being transported from the same point in the 
same direction, or receive from any person or per- 
sons for the use or transportation of any railroad 
car or cars upon its railroad a higher or greater sum than it 
shall charge, collect or receive from any other person or 
persons for the use or transportation of a car or cars of the 
same class for a like purpose from the same point,in the same 
direction and an equal distance, or if any company shall 
charge one person more for transporting freight of the same 
class in equal or less quantities over its road for the same or 
less distance than it charges another for the same or greater 
distance, all such discriminating rates,charges or collections, 
whether made directly or by means of any rebate or other 
shift or evasion, shall be considered as prima facie evidence 
of extortion and unjust discrimination, whichis probibited 
and declared unlawful, and for such violation of law shall 
forfeit and pay to the person or persons injured thereby 
$500, to be recovered before any court having jurisdiction 
of the amount in any county through, or into, which the 
freight is transported. 

Every railroad company is required to keep posted in a 
conspicuous place at all depots a printed or written schedule 
of its freight charges from the principal office to all depots 
on its line or lines, and a failure to do so subjects the com- 
pany to a fine of $500 for every five days neglect to furnish 
“ rans ‘ . 

t fixes passenger fare at 3 cents per mile for adults and 
2 cents for children; under ten years old frae. 
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The Tennessee Railroad Law. 

Section 1 of the law just passed by the Tennessee Legisla- 
ture defines railroads as public highways, and probibits all | 
discrimination against persons, corporations and places; but 
contracts for special rates for the purpose of developing in- 
dustrial enterprises are permitted. 

Section 2 defines the penalty for extortionate rates, or 
discrimination in rates, at ten times the amount of damages, 
to be recovered by suit brought by the aggrieved party; 
but if the rates charged have been approved by the Railroad 
Commission, only actual damage can be recovered. 

Section 3 requires the Attorney-General, on information 
of the Railroaa Commission, to bring suit for any violation 
of the law. 

Section 4 makes the approval of the Railroad Commission 
prima facie evidence of the reasonableness of the rates. 

Section 5 provides that rates shall not be deemed extor- 
tionate if it can be shown that the net earnings of a road do 
not exceed a fair interest on its value as assessed for taxa- 
tion. 

Section 6 requires all suits under the law to be begun 
within six months after the cause of action accrues. Section 
7 provides that the preceding sections shall take effect July 
1, 1883. 

Section 8 requires tariffs to be posted at all stations. 

Section 9 prohibits contracts for division of business or 
for buving off competition, and requires railroads to re- 
ceive all business offered to the extent of their facilities; 
provided (Section 10) that free transportation is not pro- 
hibited unless offered to evade this law. 

Section 11 provides for a commission of three persons, to 
be appointed by the Governor, and to hold office till Jan. 1, 
1885; their successors to be chosen by the peop'e, and to 
bold office for two years. One commissioner to be chosen 
from West, one from Middle and oue from East Tennessee. 

Section 12 provides that no person shall be qualified for 
Commissionef who owns stock or is connected with rail- 
roads. 

Section 13 requires the Commission to examineand revise 
tariffs, and Section 14 to hear and investigate all com- 
plaints and take necessary action thereon. 

Section 15 requires the Commission to keep an office at 
the state capital, and to meet there at least once in each 
month ; other meetings to be held at such places as may be 
considered most convenient for the business in hand. The 
salary of the commissioners to be $2,000 per year, with 
(Sec. 16) $500 per year for office expenses. 

Sections 17, 18, 19 and 20 require the Commission to in- 
spect railroads and require the companies to make such 
changes, repairs, etc., as may be necessary for proper con- 
duct of business. The railroad companies must pass com- 
missioners free and give them all necessary facilities for in- 
spection. The commissioners to have general supervision 
over the railroads and to keep themselves informed as to 
their condition, methods of operating, etc. 

Section 21 requires companies to make such returns as the 
Commission may require; returns to be for the year ending 
June 3U, and to be made by Sept. 1. 

Section 22 requires the commission to investigate all acci- 
dents, with authority (Section 23) to summon witnesses, 

Section 24 requires the Commission to make a report to 
the Legislature yearly. 

Section 25 gives the Commission the right to examine 
stock books of companies. Section 26 requires them to con- 
fer with commissioners of other states, with a view to secur- 
ing uniformity of laws relating to railroads. 

Section 37 prohibits commissioners from making contracts 
or rendering service to any railroad corporation. 

Section 28 provides that nothing in the law shall affect 
the legal liability of companies for neglect or mismanage- 
ment. . 

Section 29 provides that ‘‘none of the provisions of this 
act shall apply to any railroad now being constructed, or 
which may hereafter be begun and constructed in this state, 
until 10 years after the completion of such new railroad.” 

Section 30 relates to summoning witnesses, their payment 
and similar matters. 


TRAFFIC AND EARNINGS. 


Coal. 

Anthracite coal tonnages are reported as follows for the 
three months ending March 31, the tonnage in each case 
being only that originating on the line to which it is credited, 
which is, in several cases, considerably Jess than the total 
tonnage passing cver the line. 












1883. 1882. Inc. or Dec. P. ec. 

Phila. & Reading.......... 1,466,346 1,292,377 173,969 123.5 
Northern Central,Shamo- ; 

kin Div .. a aaa aa ace - 295,800 235.890 I 59.910 25.4 
Summit Branch R. R..... ' 
Som. Hazleton & Wilkes- 

barre. . ae 4,655 11,273 D. 6,618 
North & West Branch. 129,616 I. 129,616 
Central, of New Jersey. ...1,018,641 907,097 I. 111,544 
Lehigh Valley. .. .1.319,961 1,176,359 I. 143,602 
Pennsylvania & New York. 46,441 41,973 I. 
Del., Lacka. & Western 1.006.275 914,927 I. 
Del. & Hudson Canal Co... 822,840 741,989 I 
Pennsylvania Coal Uo,..... 270,698 216,408 I 
State Line & Sullivan..... 15,085 11,784 I 


Total anthracite . 6,396,368 5,550,077 I. 846201 15.2 

The North & West Branch road was not opened last year. 

The coal tonnage for the corrresponding period for eight 
years has been as follows : 





Tons. Tons. 
ee ... 6,306,368 | 1870... .............. 5,132,261 
eee 60 RI ee 3,040,249 
1881 peieiate cécicce GRIND UTE. csccccccose cos Seas 
1880... ms Oe rr . 2,570,713 


The coal tonnage for the first quarter of the present year 
is the largest on record, and is two and one-half times that 
of 1876 é 

The plan agreed on by the companies includes 24 days’ 
stoppage of production during the spring and summer 
months, and will probably be carried out. 

The anthracite coal tonnage of the Belvidere Division, 
Pennsylvania Railroad, for the three months ending March 
31, was as follows: 

1883. 1882. 
Coal Port forshipment....... err 
S. Amboy for shipment . 191,666 173,857 
Local points on N. J. divs..... 205.952 170.429 
Co.’s use on N. J. divs 49.938 


Increase. P.c 
3.95 ok 
102 
20.8 
23.9 





Total..... ............+. 445.507 377,308 68.199 181 

Of the total this year 347,284 tons were from tbe Lehigh 
Region, and 98,223 tons from the Wyoming Region. 

The coal tonnage actually passing over the Penn- 
sylvania & New York road for the four months of its fiscal 
year from December 1 to March 31 was as follows: 

1883. 1882. Decrease. P.c 

ID a odeas, axiigecsewene 327,408 338,594 11,186 3.3 
Mas iiniais:s, caconnedccien 121,733 137,885 16,152 11.7 
Total........ .......+:...449,141 476,479 27,338 67 

The larger part of the anthracite is received from the 
Lebigh Valley road. 
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Semi-bituminous tonnages for the three months ending 
March 31 are given as follows : 


18§3. 1882. Inc. or Dec. P. c. 





Cumberland.... ....... ...453,869 450,003 I. 3,866 0.8 
Huntingdon & Broad Top. 56,850 60,740 D. 3,890 6.4 
East Broad Top .. ....... . 12,980 26,°91 D. 13,711 50.2 
Tyrone & Clearfield. .......690,301 664,482 {. 25,819 3.8 
Bellefonte & Snow Shoe.... 65,777 49,889 I. 15,888 31. 
Total semi-bituminous..1,279,777 1,251,805 I. 27,972 2.2 


Clearfield shipments show a small gain and Cumberland 
are about the same as last year. The Suow Shoe shipments, 
from a branch of the Clearfield Region, are increasing 
largely, but the Broad Top coal is falling off considerably. 

Actual tonnage passing over the Huntingdon & Broad 
Top road for the three months was as follows: 


1883. 1882. Ine. orDec. P.c. 

Broad Top coal....... . 56,850 60,740 D.  %3,890 6.4 
Cumberland coal..... . 101,836 85,330 Tl. 16,506 19.4 
WB os iiss cre cotnan 158,686 146,070 I. 12,616 8.6 


The Broad Top coal is mined on the line; the Cumberland 
coal is carried through from Mt. Dallas to Huntingdon for 
the Pennsylvania Railroad. 

Bituminous tonuages for the three{months are reported as 
follows: 








1883. 1882. Inc.orDec. P.c. 

Barclay R. R. & Coal Co. 88,875 101,937 D. 13,062 12.8% 
Allegheny Reg. Pa. R. R. 139,361 123,307 I. 16,054 13.0 
Penn & Westmoreland. 348,096 328,955 I. 19.141 5.8 
West Penna. R. R . 127,290 88,921 I. 38,369 43.1 
Southwest Penna. R. R. 34,456 11,015 I. 23,441 213.1 
Pitts. Region, Pa. R R. 134,845 163,891 D. 29,046 17.7 
Total bitumirous..... 872,923 818,026 I. 54,97 6.8 


Bituminous coal shipments nearly all show a fair increase, 
the uncertain condition of the iron trade having affected 
them less than the coke traftic. 

Coke tonnages for the three months are reported as 
follows : 

1882. Ine. or Dec. P.c 
6,522 D. 2,860 4% 
27,959 I. 2,236 «8. 
74,844 D. 14,451 19 
34,775 D 8.884 
475.980 D. 923 0. 
Pa. R. R 161403 191,360 D. 29,957 15. 


Bellefonte & Snow Shoe..... 
Allegheny Region, Pa. R. R. 
Penn and Westmoreland 
West Penna. R. R.. ........ 
Southwest Penna. R. R.... 

Connellsville Reg’n, | 
Pittsburgh Region, { 





a wnanwoe! 


Total coke... . 756.601 811,440 D. 54.839 67 

These tonnages are all over the Pennsylvania Railroad, 
which is the only line reporting coke shipments regularly. 

The coal tonnages of the Pennsvivania Railroad (not in- 
cluding the United New Jersey or the Philadelphia & Erie) 
for the three months were as follows: 


Line of road. From other roads. Total. 
Anthracite .......... 160,374 392,789 562,163 
Semi-bituminous .... 756,118 147,345 903,463 
Bituminous....... .. 784,048 1,571 785,619 
Coke.... > 595,449 161,152 756,601 
ON ss i) snipneas 2,204,989 702,827 3,007,846 


Total. same time, 1882.... 





Increase (9.4 per cent.).... 258,593 

A change in the form of reports prevents a closer com- 
parison. The total tonnage carried in March (four weeks) 
was: Coal, 709,560; coke, 219,649; total, 929,209 tons. 

The Southwestern Virginia Improvement Co., which owns 
large tracts of land near the terminus of the New River 
Division of the Norfolk & Western road, has begun to ship 
coal from Pocahontas, and in about a month will be ready 
to begin shipping coke. 

A strike of miners is threatened in the Tuscarawas Valley 
coal region in Ohio, the output of which is very large, but 
chiefly for local consumption. 

Cumberland coal shipments for the week ending April 7 
were 49,837 tons. The total shipments this year to April 7 
were 502,704 tons. 

Boston coal receipts for the quarter ending March 381 
were: 1893, 364,837; 1882, 340,979; increase, 23,858 tons, 
or 7.0 per cent. This year’s receipts include 268,992 tons 
anthracite, 79,377 tons bituminous, and 16,468 tons Nova 
Scotia and English coal. 

Grain Movement. 


For the week ending March 31 receipts and shipments of 
grain of all kinds at the eight repurting Northwestern 
markets and receipts at the seven Atlantic ports have been, 
in bushels, for the past seven years : 





Northwestern Northwestern Atlantic 
receipts. shipments. receipts. 

RBZ? asses sccdiescxesces ApRRee 1,574,082 1,420,795 
rere 3,836,491 4,609,220 
i errr eS 4.901.466 
ere . 4,426,124 6,746,935 
1881 ... 4,002,944 , 4.900.231 
1882.. ses cccucse 05 Ree 1,681,742 1,188,941 
1883.. . 4,718,756 2,356,896 3,483,836 


The receipts of the Northwestern markets, therefore, were 
larger than in the corresponding week of any previous year 
ana twice as great as last year. But there is a large de- 
crease from the receipts of the other March weeks, the course 
of which has been : 








_— - Receipts week to =“ 
March 3. March 10. March 17. March 24, March 31 
6,531,960 6,074,880 6,023,365 5,450,892 4,718,756 

The receipts of the last week were actually large, but 
they appear small in comparison with the unprecedented re- 
ceipts of the earlier weeks in March, and the cause of them 
indicates a higher movement hereafter. 

The shipments of these markets for the week were 675,090 
bushels more than last year, but less than in any other week 
since 1877, and 3,600,000 bushels less than in 1880, when 
the rail shipments were the largest ever made, except in one 
or two weeks of March this year. This week of 1880 was 
the week of the largest shipments that have ever yet been 
made from Chicago in a single week. Of the total ship- 
ments this year, 192,610 bushels (8.2 per cent.) went down 
the Mississippi. 

The Atlantic receipts for the week were 2,295,000 (193 
per cent.) more than in the corresponding week of last year, 
but less than in any other year since 1877; they were also 
less than for four weeks previous. 

Tbe falling-off in the whole movement is decided. In 
Northwestern receipts the decrease from the previous week 





was chiefly at St. Louis and Peoria. At the Atlantic ports 


the decrease was largest at New Orleans. 

For the week to April 2 exports for three years have 
been : 

1881. 188? 1883. 
Flour, bblis:.. ..... 120,665 76,3338 
Grain, bush... ... .... 4,422,442 1,181,013 

The exports this year, though so much larger than last 
year, are nevertheless hgbt. 

Decatur, Ill, Pool. 

A reorganization of this pool was effected at Chicago 
April 6, and the following percentage was determined 
upon: Wabash 36, Illinois Central 20, Indiana, Bloom- 
ington & Western 19, Peoria, Decatur & Evansville 15, 
Illinois Midland 10. By the old apportionment the Wabes 
had one-third and the others one-sixth each. 
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Railroad Earnings. 


Earnings for various periods are reported as follows: 
Three months ending March =: 
1882. Inc. or Dee. P.c. 

































Atchison, Topeka & S. Fe. $=, 138, 255 > $8,335,773 D. 3.0 
Net earnings............ 1,316,178 ,089,380 I. 20.8 
Bur., Cedar Rap. & No. 637,316 702,56L D. 93 
Central Iowa oe 279.61 D, 2.1 
Central Pacific.... .. 5,529,144 D. 6.4 
Che sopeste & Ohio 603, 48 26.8 
Lex. & Big sandy. 154,522 86,°78 L 80.1 
Chicago & Alto’ -.+. 1,856,500 1,692,427 L. 9.7 
Chicago & danneen Illinois. 298,318 409,097 D. 3.9 
Chi. & Grand Trunk...... 668,579 481,696 I. 39.' 
Chi., Milwaukee & St. P.. 4,661,100 4,372,2 L. 66 
Chicago & Northwestern. 4, "P23, 717 4,792,042 D. 1.3 
Chi., St. P., Minn. & Om... 1! 10,073 1,073,800 D. 59 
Cleve. , Akron SS CGi....0. 118/862 109,161 I. 9.1 
Col., Hocking Vy. & To 662, 596,826 I. 11.0 
East Tenn., Va & Ga. ¥58, 142 725,566 I. 30.5 
Evansville & Terre Haute. 170,927 119975 D. 6.1 
Flint & pore Marquette.. 586,738 628,245 1. 11.1 
Grand Trunk......... +. 4,093,188 2,722,.69 I. 10.0 
Green Bay. Win. & St. P.. 85,128 87.749 D. 2.9 
Gulf, Col 436,709 262,014 L 66.0 
Hannibal & Si. Joseph... 586.868 463.660 I. 27.6 
Til. Central, Ill. lines...... 1,558,881 {647,692 D. 5.4 
Iowa lines.......... 442,013 482.643 1D. 84 
Southern Division 1,139,391 872,680 I. B05 
Ind., Bloom. & Western.. T19.874 576.118 1 24.0 
Kan... City, a. & 3. Kan. 227,407 226,435 LL 49.7 
Net earnings............. 173,695 107,069 IL. 71.6 
— Erie & a estern..... 364.870 25,911 I. 1.2 
ee “pe 419,737 381,910 I. v9 
Lou sville & Nashville .... $,269,242 2.993,676 I. 9.2 
Memphis & Charlesion.... 317, 316 281,695 I. “$6, 121 12.8 
Missouri Pacific Lines : 
Central Branch.... . .. 361,688 209,459 1. 52,229 25.9 
Int. & Gt. Northern...... 956,813 a 673 1. 244,149 34.2 
Mo., Kan. & Texas....... 1,¢73,37 406,489 32.1 
Mo. Pacific............... & rot: 52L 0 41 
& L., Iron Mt. & So.. a 217,762 13.3 
exas & Pacific.......... » B31; 606 51.2 
Mobile 7 See a L 109,853 21.8 
Y. & N. Engiand........ a 78,550 11.3 
Nontolk & Western..... .. 191,989 20.7 
Northern Pacific... ....... 428,031 48.2 
Ohio Central.... ks Scabates 18,007 8.6 
Ohto Southern.. 20,208 24.0 
Peoria, Dec. & Evans ih f 3 D. £7,959 20.1 
Richmond & Danville. 941,419 915 1137 5 26,302 2.7 
St. L., Alton & Terre Haute: 
Main Line...... 264,949 311,128 L 53,821 17.4 
Be Line. 211,144 payed I. 12,240 = 6.1 
& San F a oe 92! I. 89, 69 » 116 
St. Paul & Duluth ‘ 20,193 Fg "9 I. 36, 20.1 
St. P., Minn. e Manitoba. 1,609,138 2 Bad: 823 I. £64,565 19.7 
Scioto Valle el ae 114,837 113,213 1 1,624 1.4 
Wabash, St. L. & Pacifie.. 3,857,777 3,678,599 I. 179,268 4.9 
Two months oe on Feb. we 
Chic., Bur. & quae v 3,2: 6,701 $3. 116,18t I. $120,567 4.0 
Net earnings............. £80,120 1381319 144,207 10.7 
Louisville & Nash ille. 2,133,734 1,924,842 I. 2.8,892 10.8 
Net earnings............ 726,538 714,638 I. 11,902 1.6 
Month of January 
St John & Maine............. $19,659 $10,933 D. $274 2.5 
Net earnings............... Hs 1@4 .. hea ees eee 
Month of February: 
arr £245,002 £225,950 I. £19,052 8. 
Net earnings... ...... ... 46,046 30,763 LL. 15,278 49. 
Month of March: 
Bur., Cedar Rapids & N $224,107 e836 12. 
Central Iowa........... 89,697 26,129 29. 
Central Pacific.... 1,969,000 £2,000 = 
Chesapeake & Ohic 215,445 5),231 25 
Eliz., Lex. & B. Sandy. 31,417 21577 65. 
oe res 588,700 £76 14. 
Chi. & pomern Pataols.. 136,421 65 2. 
1,561,386 ) 
5 
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Cleve., Akron & wx - pont 44,110 q 
Col., Hoe king Vv. & 205,926 Is. 
East Tenn, Va. & Ga...... 216,119 30 
Evansville & Terre Haute. 66,422 107 J 
Flint & Pere Marquette. . * 196.514 34,220 17. 
Green Bay,W 9 & St. P. 35.666 3,438 9. 
Gulf, Col. & S. 78,985 62,119 78 
Hannibal & St. “ 185,: 43,142 23 
Il. Central, 1, lix 518,673 37,185 7. 
Iowa lines .... 167,554 30,622 18 
Souther: Div. 319,247 77 «(14 
Ind., Bloom & Western. 204,5: 9 4.262 31. 
Lake Erie & Western...... 99, 168 25,9°9 26, 
eh” ~ eaeeaeen 146,177 15,913 le, 
Louisville & Nashville..... 1, 68,534 66.6°3 6 
Memphis & Charleston....- 2,064 15,856 22. 
Mo. Pacific lines : 
Centr 1 Branch .. 79,952 63.467 79.3 
Int ¢ a No 2613, £4,463 204 
Mo. & Texas 472,047 162.854 345 
Mo. a ‘fic Picewae ene HG 52L BO1,71L 54.5 
St. L., Iron Mt. & So...... 585,008 LL 47.220 8.1 
Texas & Pacific........... 243.442 L 183,4°9 53.1 
woume & RRS 148,166 I. 31947 21.4 
. # England.. 265,223 I. 19 6:6 7.4 
Ni rfolk ‘i Western 174.769 I. 28,339 8.2 
Northern Pacific....... 373,141 L. 219,259 56.4 
Ohio Central........ 557 1. 10,549 16.5 
Ohio Southern......... A 16,841 I. 6,773 25.1 
Oreg. -n Ry. & Nav. Co...... #20485 D. 2,285 0.5 
Net earnings ......... .. 189,710 I. 8.6280 19 
Peoria, Dec. & Ev arene. 64,354 D. 8514 13.4 
Richmond ; & Danville .. 339,467 I. 1v,917 3.8 
St. L., Alton & Terre H.: 
Main Line wm 387 z. 21,277 23.8 
862 T. 2.5.6 38 
I. 76,729 «27.8 
I. 21,6¢8 34.2 
be , 7 9943 _ I. 198,339 37.4 
Scioto Valley ..... 45.130 1,252 LL. 3,878 v4 
; 3 1,4:9,2:6 1 Bis, Te LL 165,460 12.6 
‘tirst week in April: 
Denver & Rio Grande...... $123,900 $125,509 D. $1,600 1.3 


* Deficit. 


For a number of the figures above we are indebted to 
the courtesy of the Commercial and Financial Chron- 
icle. 

Crop Prospects. 

The winter wheat was very generally winter-killed in 
Oregon, and the ground has mostly been plowed and sowed 
to Spriog wheat. 

In California in the last week of March, farmers nearly 
despaired of getting any crop of wheat to speak of, as there 

mo 9 not been rain enough and it was very near the end 
of the rainy season. But just then came rains which were 
a eo apparently, to secure a fair crop. 

ood deal of wheat has been winter-killed in parts of 
Obio! Indiana and Ilhnois, but just how much damage is 
done is not known yet. When very badly killed, the 
ground will be cultivated to sow other crops. The wheat 
is reported to be in fine condition in Missouri and Kansas, 

The Department of Agriculture reports the condition of 
winter wheat in the whole United States April 1, to have 
been 80 per cent. of a good condition, against 104 last year, 
and 85 in 1581. It says, however, that the wheat probably 
looks worse than it is, and its reperts for some states con- 
tradict all the other information. In Kansas, for instance, 
the condition is given as 70, when all other reports say the 
wheat is good there ; California is represented at 62, which 
probably represe ted the condition before the recent rains. 

The Department reports the area under cultivation as 
about 1 per cent. more than ljast year, which is about the 
same as in 1881. 


The Chicago Pass Agreement. 


The withdrawal of the Chicago & Alton from the compact 
made by the roads from Chicago to the West not to give 
passes as inducements to sbippers resulted in a meeting to re- 
vise the compact and make it more effective, the Alton’ s 
reason for abandoning it being its constant violation. Ata 
meeting on Friday of “last week it was agreed to renew the 
agreement, reinforced by a penalty of $50 for a first offense, 
$100 for a second and $500 for a third and each subsequent 
offense. Charges of violation will be heard by Mr. a 
M. Bogue, the Arbitrator of the Western Associations, who 
will have power to inflict fines. 





Iowa Trunk Lines Association. 


The line between Chicago and Omaha, formed by tbe Illi- 
nois Central and the St. Paul & Omaha is to be admitted 
into the Omaha pool from May 1. Its percentage is not 
announced. With five other roads sharing equally, its 
share cannot be very large. 

Besides the Omaba pool, the Association lines pool the 
traffic of eight interior Nebraska points—Fremont, Colum- 
bus, Central City and Kearney, on the Union,Pacitic main 
line, Lincoln, David City and Hastings, south of it, and 
Norfolk north of it. 

Lumber Rates, Chicago to Missouri River Points, 

The rate on lumber from Chicago to Missouri River 
points in the Southwestern and the Iowa Trunk Liues Asso- 
ciations (Omaha to Kansas Ci:y inclusive) has been re- 
duced from 18% to 15 cents per 100 lbs. The shipments 
from Minneapolis and the Wisconsin mills east of it to 
these Missouri River points are very large, and ted to 
bring down the rates from Chicago, 


Atchison, Topeka & Santa Fe and Denver & New 
Orleans Coupon Tickets. 

Mr. W. T. White, General Passenger and Ticket Agent 
of the Atchison, Topeka & Santa Fe, has issued the follow- 
ing circular to connecting lines: 

‘You are doubtless aware that our traffic arrangements 
between Pueblo and Denver are made with the Denver & 
Rio Grande Railway. The United States Circuit Court of 
Colorado has advised us to give the Denver & New Or- 
leans Railread, running between Pueblo and Denver, the 
same facilities, rates and divisions as are extended to the 
Denver & Rio Grande Company, notwithstanding our 
trattic arrangements withthe latter company. This decis- 
iop, so vital to the commercial interests of all railroad lines, 
has been appealed to the United States Supreme Court, a 
decision from which court may be expected in eight 
months. Being within the jurisdiction of the courts of Colo- 
rado we are of course amenable to their decrees, and shall 
carefully comply with the orders which have been wade so 
long as they are unreversed. We believe that under the 
rule of business and courtesy which are observed between 
railroad lines, that tickets are not issued by a foreign 
company over two lines crossing one another, unless both 
lines request that such issue shall be made. Such a request 
is always made by a conjoint circular issued by the two in 
terested companies. We have not made any request, either 
by circular or otherwise, for such issue of tickets over our 
line in connection with the Denver & New Orleans Com- 
pany, nor is it claimed by that company that the decree re- 
quires us to do so. We therefore submit to your sense of 
justice and fair dealing, whether such tickets should be put 
on by you in the absence of a request from us.” 


East-Bound Live-Stock Traffic from Chicago. 

Some time ago the New York, Ciicago & St. Louis 
(Nickel-Plo'c) made a demand for a share in the live-stock 
traffic from Chicago, and the matter was referred to the 
Arbitrator, Mr. Charles Francis Adams, Jr. Under bis de- 
cision a new division has been made, which compares with 
the old one as follows: 








New per- Old fer- 

centages, centages 

Lake Shore & Michigan Southern............ 32 36 
Pittsburgh, Fort Wayne & Chicago.......... 23% 26 
Michigan Central....... 234 26 
Chicago & Grand Trunk Fa edee keen” ake 6 6 
Paltimore & Ohio........ . ... otssasecsucer. ice 6 
New York, Chicago & st. Louis 10 si 
ME actiss, bikes Saeksosmeanes . 100 100 


The Nickel-Plate line asked for 15 per cent. and gets 10, 
of which 4 per cent. co..es from tbe Lake Shore, 2°4 each 
from the Fort Wayne and the Michigan Central, and 46 g per 
cent. from the Baltimore & Ohio. 


Southwestern Railway Association. 


On the closing day of the meeting in Chicago last week 
tbe past differences on the lumber pool of Aug. 1, 1882, and 
the apportionment of tbe same for the year beginning Jan. 
1, 1883, were both referred to Arbitrator Bogue for adjust- 
ment. 

It was agreed to reduce the rates on lumber from Chicago 
to Missouri River points from 18'4 to 15 cents per 100 lbs. 


Colorado Traffic Association. 


At a meeting held in Chicago last week a proposition that 
stock be carried hereafter and rates thereon made by the 
100 Ibs. instead of the car-load, was discussed and finally 
referred to a committee, with instructions to confer with 
the managers of the stock-yards at St. Louis and Chicago. 

Immigrant Rates. 

At a meeting held in Chicago last week it was decided that 
hereafter any rate per mile for immigrant passengers made 
from Chicago or local stations to points in Southern and 
Central Dakota by way of the Milwaukee & St. Paul and 
Northwestern roads, should be the same as that made from 
Chicago to§St. Paul, or about 114 cents’ per 
mile, being an increase of about seven-tenths over the rate 
heretofore made to that territory. 

The rates to Milbank, Wilmot, Aberdeen and Ellendale, 
for example, have been raised by the Milwaukee & St. Paul 
and Northwestern roads to correspond with rates on the 
Jamestown Division of the Northern Pacific and Brechinridge 
Division of the Manitoba road, and in the future will be as 
follows: To Milbank Junction, from $10.20, tbe former 
rate, to $13: round trip ticket, $24.20; to Wilmot, from 
$12.20 ,to $13. 65 ; round trip, 24.90; to Aberdeen, from 
$13.50 to $15; round trip, $28.05; to Ellendale, from $13.50 
to $16; round trip, $29.55 ; and to other points in pro- 
portion. 

Excess Baggage Books. 

The Bostou & Albany Railroad gives notice to the public 
that, commencing April 2, the company will sell at its sta- 
tions in Boston, Worcester, Springfield and Albany, excess 
baggage-books containing a face value of $20 in coupons, 
representing five cents each. These books or coupons wil] 
be sold at $15 each, and coupons are receivable at all bag- 
gage stations of the company in payment of charges due for 
the transportation of local extra baggage, provided they are 
presented within six months of date of issue, and in accord- 
ance with contract, which purchaser signs. 


Carrying Newspapers on Passenger Trains. 


General Baggage Agent George A. Morton, of the Boston 
and Albany Railread, bas issued the following circular : 

“From April 2, 1883, until further orders, newspapers 
and periodicals ail be forwarded for publishers, news- 
dealers and others, under following rules and regulations : 

‘1. A way bill giving the direction of each package and 
the total weight must be sent to station baggage master with 
each shipment. 

“2. Packages must be securely tied and plainly marked 
and delivered at station baggage room in season to give 
ample time for weighing before leaving time of train. 

‘3. Three-cighths of a cent per pound will be collected for 
total weight without re — to distance forwarded. 

“4. Twenty cents will be the minimum charge made on 
each train dulpantat. 





‘5. Packages addressed to stations where regular stop is 
tlhe will be delivered at baggage-room. 

‘“*6. When packages are forwarded by trains not making 
regular stop at station addressed, they will be thrown off in 
as careful a manner as possible, with the understanding that 
this company will not be responsible for delivery, or any 
loss or damage that may occur to same. 

“7, Packages forwarded by freight trains only upon 
special arrangements.” 








ANNUAL REPORTS. 


The following is an index to the annual reports of railroad 
companies which have been reviewed in previous numbers 
of the present volume of the Railroad Gazette : 


Page. Page. 
Atchison, Topeka & Santa Fe... 7 Mamhattom............ccccceesees 181 
Bangor & Piscataquis.... ..... ‘213 Missouri Pacific....... ......... 167 
Boston, Barre & GesGner pe0e0ne 73 Natchez, Jackson & Col........ ae 
Boston & Lowell.............+++ New Haven & peccpamgeee. . 7 


Boston, Revere Beach & Lynn. "100 New London Northern......... 

Camden & Atlantic.............. 178 N. ¥.Cen. & Hudson River.._.7.8 

Canadian Government Koads. — N. Y., New Haven & Hartford. 22 
163 













Central Pacific. .......0...cccce. N. Y., Ontario & Western......197 
Charlotte, Col. & Augusta...... 23 N. Y., Penn. & Ohio..... .. 213,214 
Chesapeake & Ohio............. 128 Norfolk & Western............. 180 
c Lr ay Bur. & Quincy..7, 11,19 Northern Central ........ ons 
Chicago & Alton .122,142 Ohio & pease: -.- © ccersedOD 
Chi, “Milwaukee & St. Paul 73, 167 Pennsylvania & N. Y............ 
Cincinnati, N. O. & Texas Pic... q Penney iv ania Raia i 154 
Cleve.. Col, Cin. & Ind....181, 1#% Phila oe .> pros bese scan 22 
Cleveland & Pittsburgh......... 39 Phila., 1. enone bsstece 139 
Columbia & Greenyille......... 59 Pittaburg h Ps baie Erie....... - 40 
Connecticut River. . 166 Portland & Ogdensburg..... .. 
Delaware & Hudson Canai.100, 122 Portland & Rochester. .........1 
Del ware, Lacka. & Western ..122 Providence & Worcester... ... 
European & aie Aaa an.. 22 Rochester & Pittsburgh. 

alls - 40 St. Lous, Iron Mt &5 


Sioux City & Pacific 
South Carolina...... 
OA aaa 164 
Huntingdon & Broad ~ ¥ Virginia Midland ..... .100 
Iilinois Centrai........ 16 Wabash, St. Louis ‘& Pac. “167, 180 
Lehigh Coal & Nav igation Co 0.. 138 Western R. R. Association. - 37 
Lehigh Valle 7 73° West Va. memento Pittsburgh. 213 
Long Island. — 2 eptaeeatet¢ 

Maine Ceutral............0 0.2... 21 W orceater 7 Nashua............ wr 














Grand Trunk. 


The last report of this company cc vers the period from 
August 12, 1882, the date of the consolidation with the 
Great Western, to Dee. 31, 1882 The total mileage 
worked at the close of the year was 2,321 miles, an increase 
of 96 miles, being a section of the Georgian Bay & Lake 
Erie Branch. 

Charges to capital account were £64,963, chiefly for con- 
necting tracks at various points, made necessary by the 
union with the Great Western, and for new rolling stock. 

The earnivgs for the four months and 19 days were: 








1882 1881. Inc. or Dec. P.c. 

Karnings...... ..£1,489,222 £1,304,581 I. £184,841 14.2 

Expevses. . 1,003,431 964,852 I. 38,579 4.0 
Net earnings. . “£485,791 £339, 4 


I. £146,262 43.1 
Per ct. of expenses 67.38 73.4 Dz. 6.59 Seas 
The income account was as wibcane 





IS nn isinons inbcentnnas H00-0s Kenrneeniesdas £485,791 
Interest and dividends received. 42,961 

Total ‘ £528,752 
Interest on perpetual debentures..... £126,028 


Interest on bends, less received on land joans, 
MEA nivetekhsase sacs eeaGene 
Rents 





——~-— £237,243 
£291,509 


In accordance with the terms of the consolidation 70 per 
cent of this surplus, or £204,056, belongs to the Grand 
Trunk stock, being sufficieut to pay ‘dividends at the rate of 
5 per cent. yearly on first and second preference shares, 
and at the rate of 344 per cent. on third preference, leaving 
a balance of £435. Tbe 30 per cent., or £87,453, belong- 
ing to the Great Western stock will pay dividends at the 
rate of 5 per cent. yearly on the preference stock, and 3Y/ 
per cent. on common stock, leaving a balance of £614, 

The receipts and expenditures on thefollowing branch and 
leased lines are included in the revenue accuunt: Michigan 
Air Line: Montreal & Champlain Junction ; Grand Trunk, 
Georgian Bay & Lake Erie; Wellington, Grey & Bruce; Lon- 
don, Huron & Bruce ; London & Port Stanley; Brantford, 
Norfolk & Port Burwell. In the case of the first four lines, 
the amounts payable under the agreements are deducted 
from the gross receipts before publication, and credited to 
the several companies. In the case of the London, Huron & 
Bruce, the capital being held by the Grand Trunk Co., the 
interest bas not been deducted from the gross revenue, as 
this would simply result in a transfer to the credit side of 
the net revenue account. The rentals payable in respect of. 
the Lonaon & Port Stanley and tbe Brantford, Norfolk & 
Port Burweil lines are charged under the head of rents, 

The passengers and freight carried were as follows for the 
four months and 19 days : 


1882. 1881. Inc. or Dec. P.c. 








Balance, surplus 


Passengers ecarried.... 2,025,546 1.947.060 I. 78.486 4.0 

Tons freight carried. . 2'406.934 2,497 457 D. 90,523 3.6 
Average receipt: 2 teal 

Per passenger ........ 58.50d. 56.25d. I. 225d. 40 

Per ton of freight. .... 9%.75d. 76.00d. I. 17. 75d. 23.4 


As announced in the notice convening the meeting, a 
resojution will be submitted to the proprietors, authorizing 
the directors to exercise the statutory borrowing powers of 
the company by the issue of perpetual debenture stock at 
such rates of interest as they may determine, for the re- 
demption of pre-preference securities aod other ay od 
and also to authorize the purcbase, as and when the direc- 
tors may deem expedient, of the remaining or any portion 
of the bonds and shares of the Wellington, Grey, & Bruce 
Railway Company. It will be seen from the accounts that 
terminable bonds of the Grand Trunk and Great Western 
borrowed capital to the amount of £222,600 have since tbe 
date of union been redeemed out of the general resources of 
the company. The following are the bonds so redeemed, 
£59,200 Grand Trunk 6 per cent. equipment mortgage 
bonds; £85,300 Grand Trunk 6 per cent. Island Pond deben- 
tures; £78,100 Great Western 7 per cent. bonds a total of 
£2292 600. 

The report says : ‘‘ Further amounts of £3,700 of ter- 
minable bonds have been redeemed since Dec. 31, and it is 
intended to redeem 6 per cent. bonds to the extent of 
£289,000 maturing durimg 1883 and 1884; makimg a 
total redemption of pre-preference securities of £515, 300, 
represerting an annual charge for interest of £31,700. 
In order to raise the necessary amount for the above 
purposes, and to provide for other capital requirements, 
the directors propose at an early date to invite subscrip- 
tions for £750,000 perpetual 4 per cent. consolidated de- 
debenture stock, the annual interest on which will amount 
to £30,000, thereby slightly reducing the pre-preference 
charges of the company. The following agreements will 
be submitted at the meeting for the approval of the pro- 

rietors: 

Pre 1. An agreement between the Grand Trunk Co. and the 
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North Shore Railway Co., which provides mainly for the 
construction of a railway, called the Union Jacques Cartier 
Railway, between a poimt near the Isle Dorval station on 
the Grand Trunk anda point near Sault aux Recollets on 
the North Shore Railway—the distance to be 9 miles, and 
the cost of construction not to exceed $25,000 (£5,000) per 
mile, without rolling stock. The interest on the bonds for 
providing the £45,000, or thereabouts, necessary for con- 
structing the line to be covered by the tolls received for the 
carriage of traffic upon the railway, and the tolls to be 
adjusted to cover the interest; the Grand Trunk Co. to work 
the line at cost price, receiving the revenue and paying the 
working expenses; the ordinary share capital of the Union 
Jacq"es Cartier Co. to be held jointly by the Grand Trunk 
and North Shore companies, and to be placed in trust. 

‘*2. A traffic agreement with the North Shore Co., which 
provides for interchange of traffic and for division of rates 
on all the traffic interchanged ; and also that if the earnings 
of the North Shore Railway are not sufficient to pay the 
interest on the mortgage bonds of that line (which are are to 
be issued at the rate of $25,000 (£5,000) per mile, on, say, 
220 miles) the deficiency will be made up by way of rebate 
on Grand Trunk traffic with the North Shore Railway. 

“3. An agreement with the Grand Trunk, Georgian Bay 
& Lake Erie Railway Co., in substitution for the traffic 
agreement with that company dated April 22, 1881, and 
approved at the meeting of the proprietors of the late Grand 
Trunk Railway Co. of Canada on April 28, 1881. (This 
agreement provides for the exchange of first-mortgage 
bonds for the present income bonds, the Grand Trunk re- 
ceiving ashare of the bonds and stock in return for its 
guarantee.) 

‘The board bas purchased on behalf of the company 
£74,500 of the preference stock, and $225,000 (£52,400) of 
the ordinary share cvpital of the Hamilton & Northwestern 
Railway Co., and $291,197.48 (£59.800) of the paid up stock 
of the St. Lawrence & Ottawa Railway Co. A resolution 
for sanctioning these purchases will be submitted to the pro- 
prietors. The directors have carefully considered the ques- 
tion of consolidating the debentures and other stocks of the 
now united company, and of the separation of the contin- 
gent from the more immediate rights of the share capital, 
and the President will be prepared to submit to the meeting 
their views on these subjects.” 





Chicago, Burlington & Quincy. 


The total mileage of road operated by this company at the 
close of its last fiscal year, Dec. 31, 1882, was : 








Miles. 

Roads owned, including all branches........ eames ae 3,130.609 
Roads leased and worked jointly with other companics, 

or for which a fixed yearly rental is paid........ anne 98.293 

TOUR cnc nina ain bleak sei tiie ca cies wand 6 istecconesesia 3.2°.9,902 


Additions during the year were 304.571 miles, as noted 
more in detail below. The average mileage worked was 
3,099.43 miles, of which 1,950.75 miles were east and 1,- 
148.68 wiles west of the Missouri River. 

The equipment consists of 522 engines; 234 passenger, 1 
state-room, 5 dining and 105 baggage, mail and express 
cars; 14,425 box and stock, 4,119 flat and coal and 257 
caboose cars; 8 officers’ and pay cars, 9 boarding, 7 wreck- 
ing and 5 pile-driver cars; 910 hand-cars and 642 rubble and 
iron cars. 

Additions to the equipment during the year were 38 
engines; 31 passenger and 17 baggage, mail and express 
cars; 1,358 box and stock, 77 flat and coal and 8 caboose 
cars; 1 officers’ car and 2 boarding cars; 117 hand-cars and 
68 rubble and iron cars. 

Soe property is represented by the following general ac- 
count: 











RIN iach cre nus icc ckunneanacaa anaes cinene $69,649,696 .51 
PE ia site vanccdnubenekatn “Sesd eeseta ans 62,421,050 .00 
Contingent liabilities for branch lines... .... 6.227,000.00 
a > wrbceiidscsadendivesnccsasaees 6,198,675 .85 
Bonds maturing Jan. 1, 1883............-.......0. 2,441,500.00 
a ee 1,352,622 .28 
9 6k chs cs Garon ae Rene pimacaeh ee taien 5,000 000.00 
CUE cs Sxvice, Coie choasicseciasscne aes 6,652,788 .27 
RD ET ico Tecee a ceanc cevemeduciis oe ce vcen 5,888,047 .97 
Ms ices lie Saiiceisa 

Construction accounts... 7 
Cost of branch roads.............. . 34,758 
Investments in controlled lines.... 16,342.893.93 
Sundry investments ............... 408,177.21 
Materials on hand..... . ......... 2,575.996.49 
SOI, TUNE 5h oi56.6650 se dwanec 4,609,346 .60 
Cash and current accounts......... 5,960,345.79 
Cash set aside to pay bonds matur- 

ee ee ere 2,441.500.00 








— 165,831,380.85 


New stock was issued last year as follows: In exchange 
for convertible bonds, Burlington & Missouri River stock, 
ete., $28,000; in exchange for Republican Valley stock, 
$7,968,000; sold under circular of June 1, 1882, $6,218,- 
600; making a total of $14,314,000. There is still $71,- 
356.51 Burlington & Missouri River stock outstanding. 

New issues of bonds during the year were: 4 per cent. 
bonds issued for Burlington & Southwestern road, #4,300,- 
000; 4 per cent. bonds for Denver’ Extension, $7,958,000 ; 
Burlington & Missouri River in Nebraska bunds ex- 
changed, $33,825. There were $54,500 bonds exchanged 
for other bonds and stock; $280,500 canceled or bought for 
sinking funds ; $29,500 Burlington & Missouri River in 
Nebraska, and $2,412,000 Chicago, Burlington & Quincy 
bonds maturing Jan. 1, 1883, leaving a pet increase of 
$9,525,325 in funded debt. 

, Toe expenditures on construction accounts were as fol- 
Ows;: 


Improvements on road and branches in [llinois.... $966.954.67 


Improvements on lines in Iowa ... .. . 899,436.60 

Improvements in Nebraska..... . ............: 402,005.33 

Republican Valley Extension to Colorado line...... 5,524,094.96 

Burlington & Colorado, State Line to Denver. . 6,645,802.00 

New telegraph lines......... Pieeees 1 ke Sen saaes 24,313.93 

SE IR Uiak dab etece at cnesbadd. 406 a0danee 1 589,128.68 
tC  . EPEPOS OCT ee er 





Less premiums on bonds, ete 





Net addition to construction account 


The tota] land grant in lowa was 358,424 acres. Sales in 
1882 were 18,021 acres for $202,357, an average of $12.19 
per acre. The total cash receipts were $477,481.18: ex- 
penses, $19,016.09. There are 24.578 acres unsold and land 
contracts amounting to $1,409,790. 

In Nebraska the total land grant was 2.365,864 acres. 
Sales in 1882 were 241,175 acres for $1,024,536, an aver- 
age of $4.25 per acre. The total cash receipts were $1,433,- 
791.60; expenses, $104,066.70. There are 233.257 acres 
er and land contracts amounting to $4,459,850, prin- 
cipal. 

, The only statement of traffic given in the report, is as fol- 
OWS : 


1882. 1881, Inc. or Dec. P.c: 
Passengers carried... ..3,267,898 3,202,818 I. 165,080 5.1 
Tons freight carried....6,346,259 6,710,750 D. 364,491 5.4 


Passengers carried do not include those who traveled on 
season or mileage tickets. The freight carried includes that 





carried for the Illinois Central in its own cars, 330,716 ton 
in 1882 and 357,650 tons in 1881. 
The earnings for the year were as follows: 

















1882. 1881. Inc. or Dec. P.c. 

i ORO $15,711,510 $16,595,819 D. $884,309 5.3 
Pasengers 4,756,993 3,616,087 I. 1,140,905 41.8 
Mail, express, etc... 1,082,303 964,550 I. 117,753 12.2 
Total .... ... $21,550,805 $21,176,456 I. $374,349 1.8 
Expemses..........+. 11,283,963 11,066,515 I. 217,448 1.9 
Net earnings.. $10,266,842 $10,109,941 I. $156,901 1.5 
Gross earn. per mile 6.953 7,504 D. 551 73 
Net -* aS 3,312 3,583 D. 271 7.5 
Per cent. of exps.... 52, 5.3 I. ae 


The income account for the year may be expressed as 
follows : 








i i Pi ds ccvsdceiesasesant chon $10,266,842.04 
Interest and exchange.............ssseeessss ‘ 452,498.66 
FANG BTAME 1h NOOTRSER. 20.500 cecccccscccnvcssace 1,329,724.90 


WORE. c-%, assoc, wsbesunsandvscecmentencusaawaen $12,049,065.60 
De aE ee 5 Sala wne aunt nia koe hale $148,771.80 
NRG, wraiais o's ce abs-0 ceanoe Ramee ee 3,882,788.98 
I ss. ahaa dete ehe sone, “eee 631,442.50 
Transferred to renewal fund...,.. .-.. 759,000.00 
Dividends, 8 per Cent.........0 secccee 5,023,599.24 





— 10,437,602.44 
Surplus for the year 

Balance of sinking fund 

Balance, Jan. 1, 1882.. 


- $6,652,788.27 








Benes, Tem. 5. FO ikki ose sl sn icccs nds 
CONDITION OF THE ROAD. 

The report of the directors says: ‘In Illinois and Iowa 
during the year 45%{ miles of steel rails bave been laid on 
branches and side-tracks to replace iron rails; 314 miles of 
steel rails have been laid in new second tracks, and 1314 
miles in new side tracks. The total number ot miles of steel 
rails in all tracks east of the Missouri River on Dec. 31, 
1282, was 1,2221¢. This includes the whole main line in 
liinois and Iowa. 

‘* During the year one-half mile of second track was built 
in Illinois, and 284 milesin Iowa. The number of miles of 
second track owned by the company on Dec. 31, 1682, was 
in Iliinois, 13114, in Iowa, 2454. 

‘*In Nebraska during the year 36 miles of main line track 
have been relaid with steel in place of iron rails; 217 miles 
of steel have been laid in new main track upon the Denver 
Extension, and 9 miles in new side-tracks; making the num- 
ber of miles of steel rails in all tracks west of the Missouri 
River, Dec. 31, 1882. 388. 

* The general condition of the entire road and equipment 
has been fully maintained during the year. 


NEW BRANCHES. 


‘‘During the year new roads and extensions have been 
built, in whole or in part, as follows : 
“Tn Illiaois : The Joliet, Rockford & Northern Railroad, 


Rock Falls Branch, completed and opened for business Nov. 
27, 1882, in length 19.58 miles. 

** An extension of the Illinois Grand Trunk Railroad from 
East Clinton to Fulton, 21g miles, nearly com 
end of the year, and opened for business Jan. 10, 1883. 

‘In Iowa: The Clariuda, College Springs & South- 
western Railroad, from Clarinda to a junction with the 
Tarkio Valley Branch of the Kansas City, St. Joseph & 
Council Bluffs Railroad at Northboro, 17.96 miles, com- 
pleted and opened for business July 10, 1882. 

‘“In Nebraska: An extension of the Republican Valley 
Railroad from Culbertson west to the Nebraska state line, 
completed in 1881, but not opened for business until May 
29, 1882, €9.02 miles. 


Auburn west to Tecumseh, completed and opened for busi- 
ness Aug. 30, 1882, 23.12 miles. 

‘* An extension of the Republican Valley Railroad from 
Beatrice tv Tecumseh, grading partly done, aud 7 miles of 
iron laid. Will probably be completed about July 1, 1883, 
32.8 miles, 

‘In Colorado: The Burlington & Colorado Railroad, 
from the west line of the state of Nebraska to Denver, com- 
pleted and opened for business May 29, 1882, 174.89 miles. 


GENERAL REMARKS. 


‘The average length of road operated in 1881 was 2,822 
miles, and in 1882, 3,100 miles, an increase of 278 miles. 

“In addition to this mileage, the company contruls, and 
practically owns, 700.87 miles of railroad, consisting of the 
St. Louis, Keokuk & Northwestern, 185.1 miles; the Chica- 
go, Burlington & Kansas City (old Burlington & Southwest- 
ern), 152.6 miles; the Kansas City, St. Joseph & Council 
Bluffs, 313.17 mi es; the St. Joseph & Des Moines (narrow 
guage), 50 miles; also a half interest (the Wabash, St. Louis 
& Pacific owning the other half) in the Humeston & Shenan- 
doah, which is 113 milesin length. All of these roads con- 
tinue to be operated by the corporations owning them, and 
neither the earning, expenses, statements of roiling stock,nor 
other figures relative to them are included in this report. The 
return to us for what we have invested inthem consists, up to 
the present time, in the traffic they give us, and in the pro- 
tection afforded by their control. That these properties 
will, ultimately, yield also a direct return out of their own 
earnings, there can be no good reason todoubt. They show 
‘on the whole a gratifying improvement in 1882 over the 
previous year ; and the Kansas City, St. Joseph & Council 
Bluffs line shows a net surplus for the year, after meeting 
its interest and sinking fund charges, of $346,695.39, which 
has been used to pay off a floating debt, and in making 
needed improvements and additions to the property. 

* The increase in gross earnings in 1882, over 1881, was 
$374,349.28. and in net earnings, $156,900.98. The gross 
earnings per mile of road operated in 1882, were $6,953. 15, 
against $7.504.06 for 1881. The net earnings per mile ope- 
rated in 1882, were $3,311.88, against $3,582.54 in 1881. 
The percentage of operating expenses to gross earnings in 
1882, including taxes, was 52.4, against 52.3 in 1881; ex- 
cluding taxes it was, in 1882, 49.5, and in 1881, 49.9, 

“That the year 1882 shows any increase of earnings is 
due to our lines west of the Missouri River. There has been 
a large falling off of gross earnings east of the Missouri 

Liver, due somewhat to increasing competition, but mainly 
to the bad crop of 1881, not only giving us less grain to 
carry but affecting more or less business of all kinds. In 
1880 we carried into Chicago over forty million bushels of 
corn; in 1881 twenty-six million, and in 1882 only fifteen 
million. This is, of course, exceptional, and while the ten- 
dency to more competition and lower rates is inevitable, we 
may fairly expect, with the growth of the country, a more 
or less steady increase of general traffic. 

** Our loss ef business east of the river has been more than 
made up by the large gain west of the river, not wholly due 
to additional mileage, but in part to the growth of the 
country generally, which has had geod crops and is stead- 
ily increasing in population and wealth. 

“The average cost of labor in 1882 was about the same as 
in 1881, Thecost of many of the kinds of materials most 
used was considerably greater in 1882 than in 1881, in- 
creasing the average cost of all materials used, 
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from Sheridan on the Fox River Branch to Paw Paw on the | 


** An extension of the Republican Valley Railroad from | 





‘* We regret to report a partial crop failure in 1882 again 
in Illinois, lowa and Northern Missouri. 

‘*It is worthy of remark, that, although the great tide of 
emigration from the east seemed to be toward the new 
northwest during the whole of the year 1882, our land sales 
in Nebraska, nevertheless, show an increase of over 100,000 
acres, at au average price of $4.09 per acre, as against $4.57 
per acre in 1881. The collections of the Land Department 
continue to be reasonably good. 

‘* The construction of our Colorado line, begun in Septem- 
ber, 1881, was so far advanced as to enable us to open the 
road to Denver on May 29, 1882. The business of that por- 
tion of the road for the seven months of the year during 
which it has been open was, on the whole, very satisfactory, 
and fully up to our expectations. Of the 398.4 miles pro- 
vided for in the circular of Sept. 15, 1881, 317.8 miles are 
now in operation, 32 miles under construction and 48.6 
miles remain to be built. ® 

‘* We found the coal question in Colorado surrounded with 
more difficulties than we had anticipated, and have thought 
best to proceed with deliberation.” 


Missouri Pacific. 


The report of this company for the calendar year 1882 is 
the first which the company has ever issued, and really con- 
sists of several distinct reports, with a few connected state- 
ments covering the whole system. The roads included, with 
their mileage at the close of the year, and the increase last 
year are: 


Miles. Incr’se. 

Missouri Pacific............ . 990 205 
Central Branch, Union Pacific..... 388 neue 
Missouri, Kansas & Texas chit abi 1,374 167 
International & Great Northern............... V7 er 
0 SRO eee 1,487 258 
St. Louis, Iron Mountain & Southern 882 163 
Total... 5,896 793 


The system bas thus grown during the year from 5,103 to 
5,896 miles. There are 712 miles of sidings on all the lines, 
making a total of 6,608 miles of track. 

The equipment of all the roads is as follows : 





Locomotives. Pass. train Freight fervice 

cars. : cars. 
Mo. Pacific. . . 152 111 27 
Central Branch. 30 23 5 
Mo., Kan. & Tex...... 140 87 10 
Int. & Gt. Northern... 74 57 39 
Texas & Pacific .. 143 87 76 
St. L., Iron Mt. & So.. 141 96 23 
. 680 461 18,510 180 


This equipment includes car trusts for 200 flat cars on the 
Internationa] & Great Northern, 38 engines, 10 passenger 
and 2,000 freight cars on the Iron Mountain. 

There are also 7 steam transfer boats, three in use at 
| Carondelet and one each at Belmont, Cairo, New Orleans 
| and the Atchafalaya. 
| The report of the President, Jay Gould, gives the earnings 
of the lines owned, the Missouri Pacific and the St. Louis, 
|Iron Mountain & Southern, excluding the leased lines, 
‘* which are practically self-sustaining,” as follows, the tota 





pleted at the | mileage of these lines being 1,872 miles at the close of 1852, 


against 1,504 miles at the end of 1881: 


1882. 1881. Inc. or Dec. P.c. 

| Gross earnings.... $15,676;827 $14,125,709 I. $1,551.118 11.0 

| Expenses... coves  Sehea ee 8,434,184 D. 262,708 3.1 
Net earnings. .... $7,505,351 $5.691,525 I. $1,813,826 31.9 
Gross earnings per 

i “eae 8,374 9,392 D, 1,018 10.8 
Net earn. per mile.. 4,009 3,784 I. 225 5.9 
Per cent. of exps... 52.12 59.71 D. 7.59 


The President’s report continues: ‘ The net profits of the 


| company were as follows : 


| 

| Net earningsasabove........ ........ $7,505,350.93 

| Miscellaneous receipts, dividends, etc 599,806.14 
Total net receipts. . - $8,105,157.07 


| Deduct interest, rentals and other charges, includ- 
ing taxes. 4,488,713.21 


Total net profit, a 

charges SN dhOeredesPeaesd sd dead eae $3,616,443.86 
“Or more than 12 per cent. on the entire capital stock of 
$30,000,000, representing 1,872 miles of railway, or about 
$16,000 per mile of stock, Of this amount the sum of 
$1,946,419.35 has been paid in dividends, and the balance, 
$1,670, 024.51, adds to that extent to the credit balance of 
income account, which, condensing the tabulated statements 
of the two companies, now amounts to $5,834,954.58. No 
construction account is kept by the company, the better- 
ments, amounting tc $687,120.65 during the year, having 
been charged to operating expenses. The four branches re- 
ferred to in the Vice-President’s report, and which have 
been completed since Jan. 1, are represented in the financial 
exhibit under the head of ‘advances to roads under con- 
struction,’ for which securities are to be issued. 

“‘The financial condition of the company should be con- 
sidered satisfactory. It owes, practically, no floating debt, 
and has ample cash resources to meet_maturing interest or 
dividends. The income bonds of the St. Louis, Iron Moun- 
tain & Southern Railroad Co., originally $8,000,000, have 
been nearly all exchanged for general mortgage 5 per cent, 
bonds—less than $400,C00 remaining of the entire issue. 

**Of the 1,872 miles of main track, 1,407 miles are steel 
railed, and the tracks of the entire system are in good con- 
dition. The rolling stock is in efficieot working order, but 
| requires enlargement to meet the demands of a steadily in- 
| creasing traffic.” 

The chief statistics of the Land Department are presented 
as follows. 





St. L., I. M. & So. M., K. & T. Tex. &. Pac. 
Acres originally 
granted......... 1,508,174 663,710 4.931.702 
Acres unsold, Dec. ° 
t 1882......... 1,115,303 30,053 4,729,042 
Acres sold in 1882. 31,403 94,484 71,051 
Amount of sales 
in 1662..:.. ... $113,679 $229,212 $207,719 
| Cash receiyed in 
Sere 119,315 124,540 163,871 
| Gross receipts to _ 5 ued 
| Dec. 31, 15882... 1,075,595 1,907,980 567,893 





Net receipts to 
Vec. 31, 1882... 
Land notes out- 
standing........ 


665,754 796,865 


72,157 


581,894 270,690 36,760 
The report says: “Every effort is being made to develop 
the country contiguous to the lines of the roads, aud to in- 
duce immigration to the same. The results so far have been 
satisfactory, and the prospects are fair that the develop- 
ment of the country and population will increase with suf- 
cient rapidity to create an abundant traffic for all the miles 
in operation.” ee 
Vice-President R. 8. Hays’ report says: ‘‘ The principal 
extensions were completed since the beginning of the year ; 
the Taylor Extension of the Missouri, Kansas & Texas, and 
the Forrest City Extension of the St. Louis, Iron Mountain 
& Southern during the past spring ; the Omaha Extension 
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of the Missouri Pacific during the summer, and the 
New Orleans Division of the Texas & Pacific was only open- 
ed during the last three months of the year ; the crossing of 
the Atchafalaya on the New Orleans Division being still 
ene by steamboat transfer, pending completion of the 
ridge. 

“The companies did not, therefore, have the benefit of 
their earnings during the entire year, while the securities 
were issued at various times during construction, causing 
the interest and expenses to accrue before the benefits of the 
final completion could increase the earnings. 

“The companies are practically without floating debt, 
their promissury notes, as compared with the year previous, 
being as follows : 


1882. 1881. Decrease. 
Mo. Pacific.......... $500 $5,291 $4,791 
St. L., Iron Mt & So 304,825 1,508,076  1,203.251 
Bee Ee SR asso aves pin 1,175,000 1,175,000 


The Missouri, Kansas & Texas and the International & 
Great Northern have none. 

, The traffic of the whole system for the year was as fol- 
OWS: 





Train-miles: 1882. 1881 Increase. Pc. 
Passenger. . EAM . sebiceesises +042 c0cennes aos 
Freight.......... Oe ee er 
Total locomotive 

Ee DRUG AGG Sidtincs seeds Sas Kde0d se 

Car-miles : 

Passenger ...... ip, ee rere 
Freight.......... DIG DEE sasnccseseccdas. socdiwde res 

Toth. cicccs ssc DEBRTD vccccssicnces  svcencsssers 
Passengers car- 7 

RSS 3,773,399 3,016,332 757,087 249 
Passenger-miles. 258,478,817 190,933,716 47,545,101 24.8 
Tons freight car- 

| See 8,203,228 7,510,775 692,453 9.2 
Ton-miles.. .... 1,432,306,830 1,277,582,828 154,724,002 12.1 


‘The decrease in the tonnage upon some of the roads was 
due to the large tonnage of construction material carried at 
nominal rates during the year previous, the actual com- 
mercial tonnage showing an increase. ; 

“The tariff on both passengers and freight was well main- 
tained during the year, with the exception of the reduction 
of the passenger rate in Texas from 5 to 3 cents per mile, as 
required by the statutes of that state, and which it was 
thought best to comply with, although advised by attorneys 
that the charters of that state protected the companies in 
Texas. 

‘“ During the last three months of this year we were short 
of locomotive equipment, which should be supplied the cur- 
rent year.” 

The earnings of the whole system, 5,896 miles, at the 
close of 1882, and 5,103 miles at the end of 1881, were: 





1882. 1881. Inc. or Dec. P.c. 
Earnings....... $32,373,354 $27,282,587 I. $5,090,767 18.7 
Expenses....... 19,811,035 18,384,441 I. 1,426,594 7.8 
Net earnings..$12,562,319 $8,698,146 I. $3,664,173 41.2 
Gross earn. per 
WR sdicnsxs 5,491 5,346 L. 145 2.7 
Net earn. per 
ee 2,131 1.744 IL. 387 = 22.2 
Per cent. of exp. 61.19 67. D. 6.19 . 


‘‘The properties have been thoroughly maintained and 
their values greatly increased during the year. The follow- 
ing exhibits the principal items of material used and work 
performed during the year: New sidings, 75 miles ; steel 
rails replacing iron, 309 miles ; new ties, 1,457 837 ; ballast 
put in, 274 miles ; new fence built, 172 miles ; locomotives 
repaired, 806 ; passenger cars repaired, 408 ; freight cars 
repaired, 10,528; besides repairs of bridges and new bridges 
and buildings erected. 

‘During the spring of 1882 the floods of the Mississippi 
and its tributaries did considerable damage to the lines cf 
the Missouri Pacific and the St. Louis, Iron Mountain & 
Southern roads, The transfer and traffic at Cairo and Bel- 
mont, on the [ron Mountain road, were suspended for nearly 
a month, while the southern part of the same road in Ar- 
kansas suffered severely from high water, and the Missouri 
Pacific was damaged by the Missouri River floods. All 
the cost of these repairs, however, is included in operating 
expenses, 

* The cost of all improvements and betterments upon the 
operated roads was charged to operating expenses, and no 
expenditure was charged to construction, excepting the first 
cost of the new roads constructed and their equipment. On 
the Missouri Pacific the second track from St. Louis to La- 
clede,\8fmiles, was comprare with steel rails, ballast and iron 
bridges, and the cost of the same was charged to operating 
expenses, There were, therefore, included in the operating 
expenses the following amounts, expended for improve- 
ments or betterments and extraordinary expense: 











Per cent. 

of total 

Amount. expenses. 

Missouri Pacific........... ...... $409,799 9.5 
Central Branch.............. 8,213 1.4 
Mo., Kansas & Texas. 120,210 2.9 
International & Great Northern.. 70,57: 3.0 
TOMGE Ee TN So ocikssscanacece 142,332 3.1 
St. Louis, Iron Mountain & Southern... 277,321 G2 
OG 55. vccsccaddabntecaieteeeieas $1,028,449 5.2 


‘** At the close of the year the main tracks contained 2,684 
miles of steel rails, 45.52 per cent. of the whole mileage. 

‘* The only construction in progress at the close of the year 
was — the four branches im the following statement : Mis- 
souri Pacific, Jefferson City, Lebanon & Southwestern$Exten- 
sion 6 miles from Cooper to Osage River to complete; Missouri, 
Kansas & Texas, Trinity & Sabine Branch, Trinity to Og- 
den, Tex., 67 miles, 12 miles still to be completed; St. Louis, 
Iron Mountain & Southern, White River Branch, Newport, 
Ark., to Batesville, 13 miles to be completed out of a total 
of 26 miles; Doniphan Branch, Neeleyville, Mo., to Doni- 
phan, 10 miles to be completed out of a total of 20 miles. 

‘‘It was anticipated that these branches would be com- 
pleted during the year, but the time was extended so as to 
utilize all the equipment for commercial purposes. Almost 
the entire expenditures upon them have been made, and 
they will be completed early in the present vear.” 

The statements below give the general account, traffic, 
earnings and income statement of each road in the system, 
except that no income account is given for the Texas & Pa- 
cific. 

I. MISSOURI PACIFIC. 

The general account, condensed, is as foliows : 

Stock (including exchanges for Iron Mt. stock)... ..$29,958,900.00 


DNL, a acaxciacune Ree. nash cana tase . 25,379.000.00 
DE A ID 6 a5 nisin i nha ntekea sas ndeies 2,957 ,278.96 
Income account, balance................eceeeeeeeees 4,635,161.95 
WOES so scanssnss «ceeeeensen ihm sll, sale negra alice $62,930,340.91 
Cost of property... .......ceecscecce $39, 298,900.99 
Investment in stocks and bonds...... 20,856,311.90 
ee OA Stn oe 624,117.12 
Advances to roads under construction 709,441.10 
Accounts and balances.............. . 202,579.39 
CE oso keh hss AS epeexeheeel ccna 1,238,990.41 
—_——_——  62,930,340.91 


The funded debt consists of $7,000,000 firsts, 


$2,573,000 
seconds, $3,828,000 thirds, 


$800,000 real estate bonds, 





$700,000 St. Louis County loan, $1,294,000 branch and 
divisional bonds, and $9,184,000 consolidated bonds. 
The traffic was as follows: 








firsts; $1,450,000 Cairo, Arkansas & Texas firsts; $7,725,000 
Cairo & Fulton firsts; $11,230,000 general consolidated 
bonds; $1,024,901.27 income bonds of various classes, all 
































1882, 1881. Increase P.c. | exchangeable for consolidated bonds. 
Engine-miles...... . ni saa nticsien ona. exe) emai The earnings and income account were as follows: 
Pass. train-miles... 1,317,106 ....... .... 0 ...seeee+- 1882. 1881. Inc. or Dec. P.c. 
Freight train-miles. 1,988,878 ............0 cee ceeecee teens Earnings............ $7,582,209 $7,403,232 I. $178,977 2.4 
Prenat canada’ i ER De Spnete.: eateerensys Expenses .......... 3,846,588 4,931,864 D. 1,085,276 22.0 
Passengers carried. 1,472,311 "1,023,036 |" 449,275 43.9 5 F a= 4 71.368 L 264.253 51.2 
Passenger miles... 79,790,256 50:191.481 20,677°773 35.3] GNet Cormings..._-.$3,735,621 $2,471,308 1 $1,264,208 O42 
Tons freight carried ‘3,194,353 21712°634 481,719 17.8|Qcps°ur™-Permile. = B07 10 P ‘08 23 
: yy agnttaee sol, “iNet * ge? 4.235 3,437. 798 23.2 
Ton-miles. see seeeees 400,991,202 368,646,961 32,344,341 8.1) Per cent. of exps.... 50.73 66.862 D. 15.89 
Locomotive, car and train miles for 1881 are not given. | Net earnings, as above... . ........0...0.00e0eeeeees $3,735,620 .82 
The earnings of the road were as follows: ONE HE ED Gobacisoscaccvaecawesscscnarntn 102,892.39 
1882. 1881. Increase. P. c. om aan on Oe 
; = ~ am é ‘ % 533.21 
Earnings .......... $8,094,619 $6,722,477 $1,372,142 20.4], Total. ........ 0.0. eeeeeeeee cee ete eee see oo ease $3,838, 
: 38 3502.32 92'S 535 | Interest, taxes, car trusts, etc.......... $2.748,642.06 
e-em iananaags 4,524,880 3,502,320 822,500 25-5 | Debit balance Jan. 1, 1882... .......... 1,190,782.63 _ 
cg Netearnings......$3.769,730 $3,220,157 = $549,573 17.1 ———— 3,048,434.00 
—_...... ea 8,564 1.429 16.7] Debit balance, Jan. 1, 1883... 0.2.0... 02. cece eeee $109,921.48 
Net earn. per mile. 4,654 4,102 552 13.4) This shows a gaio of $1,089,871.15 during the year. 
Net carnings as. above —_ = $3:769 730.11 The traffic was as follows : 
Sundry accounts, interest, etc............... ia ae 697,804.61 1882. 1881. Inc. or Dec. P.c. 
Balance, Jan. 1, 1882 .. 4,057,756.47 | Paswengers carried... 955,787 913,785 I. | 42,082 4.6 
j Scie sind siccikskak wissen oan aaecen 057, ger-miles... 49,292°998 57,566:565 D. 8,343.6: 5 
ER POT Rn EOE . ...$8.525,201.19 | Tons freight carried. 1,500,401 1,593,943 D. 93.453 5.9 
Interest, taxes and rentals...... ... ..$1,842,963.54 Ton-miles ..........380,074,370 300,224,942 I. 70,849,428 22.0 
Sundry accounts............ .6....-.+- 100,746.35 The passenger train mileage was 1,166,760; freight train 
ee gg, ES ee 1,946,419.35 ston tenon ptongs, ees total mileage of ——— py ey 
> ee e mileage of passenger cars was 6,022,035; of freig 
Balance, Jan. 1, 1883... 00... .........0+- $4,635,161.95 | C@"S, 58,961,122. 
P pa E SEES A REN ea, ae V. TEXAS & PACIFIC. 
The dividends paid were 6 per cent. for the year. : 
wae : cS The general account, condensed, is as follows : 
II, MISSOURI, KANSAS & TEXAS. Stock $32,145,200.00 
The general account, condensed, is as follows: Bonds ...... ok 41.715,000,00 
I ose 5 bocce ssc oucivesdberssvekontse $12,468.06 | Accounts and balances. 1,783,963.78 
a Se ee a are eae 46,405,000.00 aaa aa ae 
RSs . 40.713.717.15 Total soe ote eseseee see -... $75,644,163.78 
Interest and accounts 1,440,624.56 | Road and property ... $59,672,623.17 
Land Department.......... 2... .ccceceeeses 802,257.41 | Interest scrip..... ; 2,904,356.42 
er ee 2 Cash and accounts.. 1,112,095.53 
IR siiiee tnseiniinases“dnsisaabeensatead $89,374 ,067.18 | Securities in treasury. . 1,072,687.56 
Cost of property......... ee... $67,054,228.94 OS ere ere 190,145,97 
Investment in stocks and bonds..... 16,899,203.09 Stocks, real estate and other as’ts. 8.825,722.87 
ve Re : 22,740.01 Income account, debit balance. .. 1,866,532.26 ™ 
Aocsunte and balances 1,106,871.54 —_—_——— 875 .644,163.78 
Ds oss<csecens cond ip aignes Saws 8,742. The funded debt consists of $3,969,000 Eastern Division 
Income account, debit balance....... _4,282,281.56 4067.18 | firsts; $9,181,000 Eastern Division Consolidated ; $13,- 


The bonded debt consists of $3,885,000 divisional bonds ; 
$1,182,000 Ft. Smith Branch ; $13,588,000 first consolida- 
ted ; $11,650,000 general consolidated, and $8,100,000 in- 
come bonds, and $2,308,717.15 coupon scrip. 

The earnings for the year were as follows: 








’ 1882. 1881. Inc. or Dec. P.c. 
Earnings....... . $6,450,464 $5,360,837 I. $1,089,627 20.3 
Expenses....... 4,184,987 3,192,793 I. 992,194 31.1 

Net earnings....... $2,265,477 $2,168,044 I. $97,433 4.5 
Gross earn. per mile. 4,695 4,416 1. 279 6.3 
Net earn. per mile... 1,649 1.796 D. 147 82 
Per cent. of exps.... 88 9.55 I 5.33 ee 
Net earnings, as above.... .. ................ ... $2,265,477.29 
I I egies cac6sos .- dns cnnpsecsdemeevaus 206,762.82 

DE pas ncmreeewanest  schksscdeiiadbedeies $2,472,240.11 
Interest, taxes and rentals ... 2,531,872.18 
Sundry accounts........ a ackeahe 38,008.55 
Debit balance, Jan. 1, 1882........ .. +,184,640.94 


$6.754,521.67 
$4,282,281.56 





Debit balance, Jan. 1, 1883..................... 
The traffic for the year was as follows: 






1882. 1881. P.c 
Passengers carried. ... 957,035 405,956 151,079 37.2 
Passenger-miles. . . 52,472,697 32,192,311 20,280,386 63.3 
Tons f eight carried. . 1,655,103 1,243,491 411,612 31.1 
oo ere 293,449,762 289,236,007 4,213,755 1.5 


The passenger train mileage was 1,351,960; freight train, 
2,471,611; total locomotive mileage, 5,364,097. he mile- 
age of passenger cars was 6,076,246 and of freight cars 
53,946,995 miles, 

Ill. INTERNATIONAL & GREAT NORTHERN. 

The general account, condensed, is as follows: 
EEE Cee eS eee eae 
Accounts and balances............ 
Income account, balance. . 


| eee ee Pe ote secccen cscs Sey lS, 160.22 
Road and property............ ....» $27,779,.900.21 
Stocks and bonds.................... 247.542 70 
ERE eo a a ae 90,857.94 
Cash and accounts...... ... 39,868.37 


——-——_ 28. 158,169.22 
The funded debt consists of $7,954,000 first-mortgage 
bonds and $7,054,000 second-mortgage bonds. 
The earnings and income account were as follows: 








. 1882. 1881. Inc. or Dec. P.c. 
I nos osckneacah $3.312,.286 $2,837,897 I. $474,389 16.7 
REDUNRES.....2 52. coses 2,305,386 2,103,383 I. 202,003 9.6 

Net earnings........ $1,006,900 $734,514 I. $272,386 37.1 
Gross earn. per mile.. 4,274 3,662 IL. 612 16.1 
_ iRaa62 1,299 948 I. 341 37.1 
Per cent. of expenses 69. 74.11 D. oe 
PE OR, van. caks esse care crvecveccses $1,006,900.38 
EE GI Seale ct cs tacspacces cescetenensacses 67,071.94 
Balance, Jan. 1, 1882........ ER A Re TPE TIE 3,212,449.88 

OA Sc cals c lal chide hae el $4,286,422.20 
Interest, rentals and taxes.. ....... $1 155,336.34 
reer errr 30,009.98 

——-——-_ $1.185,346.32 

kann, ahs By BOT 6. ss iisnsa cass piaenens $3,101 ,075.32 


The balance was reduced by $111,374 during the year. 
The traffic for the year was as follows : 


1882. 1881. Increase. P.c. 

Passengers carried. . 250,817 201,837 49,430 29.2 
Passenger-miles_ ..... 18,936,684 13,935,980 5,000,704 35.9 
Tons freight carried. ... 486.585 459,536 27,049 5.9 
Ton-miles ....... ...... 107,000,042 102,246,760 4,753,282 4.6 
r 


The mileage of freight trains was 1,213,794: of nge 
trains, 733,425 ; total locomotive mileage, 2,644,039. The 
mileage of passenger cars was 3,131,304, and of freight cars, 
18,929,955 miles. 






IV. ST. LOUIS, IRON MOUNTAIN & SOUTHERN. 

The general account, condensed, is as follows: 
Stock (all held by Missouri Pacific Co.)............. $22,084, 085 

chs cclesinds< Usp GGeSiind ocviaes syuhdininessaund 33,929,901 .27 
Accounts and balances............... ..... eeeeeee ,633,5 

eet a ee $57,647,566.33 

Cont OF PPOMOTEF.... ....0c0ccscccees $51,164,895 .63 
CL Rs nncwenedicsiew woes 1,333,984 .83 
Land grant.... 3,214,452.35 
a ee eee 209,333.04 
Cash and accounts....... . 1,614,979.00 
Income account, balance. .......... , 109,921.48 





The funded debt consists of $4,000,000 Iron Mountain 
firsts, and $6,000,000 seconds; $2,500,000 Arkansas Branch 





028,000 Rio Grande Division firsts ; $6.720,000 New Orleans 
Pacific firsts ; $8,854,000 income and land grant bonds, and 
$13,000 old land grant bonds. 

The earnings for the year were as follows: 











1882. 1881. Inc. or Dec. P.c. 

Earnings.... .. $5,919,732 $3,981,353 IT. $1,938,579 48.7 
Expenses ...... 4,576,440 4,005,835 570,604 14.2 

Net earnings.31,343,292 *$24,483 
Gross earn. per 

a at 3.980 3.240 I $740 8=—«. 22.8 
Net earn. per 

mile...... 903 
Per cent. of ; 

exps. .. 77.30 100.62 D. 23.32 

* Deficit. 


No income account is given for this road. 
erated by the Missouri Pacific in 1881. 
The traffic was as follows: 


It was not op- 


1882. 1881. Inc. orDec. P.c. 
Passengers carried. 392,365 347,558 IL. 44.807 12.9 
Passenger-miles...". 31,938,511 22,035,177 I. 9,903,334 45.0 
Tons fr'ght carried. 1,049,262 1,155,892 D. 106,630 9,2 
Ton-miles...........207,743,876 180,897,098 I. 26,846,778 14.5 


The mileage of passenger trains was 1,056,164; of freight 
trains, 2,693,530; total mileage of locomotives, 4,985,743. 
The mileage of passenger-train cars was 4,858,734; of 
freight cars, 34,781,053 miles. 

VI, CENTRAL BRANCH. 

No statement of general account or income is given for 

this road. The earnings were as follows: 








1882. 881. Inc. or Dec. P.c. 

OTRINEE 6.6. 2226 cston'e $1,014.045 $976,791 I. $37,254 3.9 

Expenses............... 572,746 648.245 D, 75,499 11.7 

Netearnings ....... $441,299 $328,546 I. $132,753 34.3 

Gross earn. per mile.... 2,614 2.518 I. 6 3.9 

Net earn. per mile... .. 1.137 847 «I. 290 34.3 
Per cent. of expenses... 56.48 66.36 D. 9.88 ... 


The traffic from which these 


earnings were derived was 
as follows : 


1882. 1881. Inc. or Dec. P.c, 
Passengers carried... 145, 124,640 I. 20,444 16.3 
Passenger-miles......... 6.412,713 5,982,720 IL 429,993 7.2 
Tons freight carried.... 317,4 345.279 D. 27,845 8.1 
ary 26,981,890 27,525,904 D. 544.014 19 


The mileage of passenger trains on this road was 264,780; 
of freight trains, 376,811; total mileage of locomotives, 
783,877. The total mileage of passenger-train cars was 
1,019,996, and of freight cars, 4,898,715 miles. 





Panama. 





This company owns a line from Aspinwall across the 
Isthmus of Panama to Panama, 47.5 miles. The following 
statements for the year ending Dec, 31 were presented at 
the recent annual meeting in New York. 

The Treasurer’s balance is as follows: 


Subsidy bonds, 6 per cent . $2,908,000.00 
Due sinking fund......... 503,443.29 
Accounts and balances........ ee 101,544.47 
Income account, credit balance..... 813,941.32 
Total..... i eta ie ... $4,326,929.08 
U. S. of Colombia, advance of 
eee .00 
Accounts and balances... 272,725.35 
Cash and demand loans. . 1,146,203.73 


— 4,326,929.08 
Nearly all the stock is now owned by the (De Lesseps) Pan- 
ama Ship Canal Co. 
The earnings for the year were as follows: 





1882. 1881. Inc. or Dec. P. c. 

Earnings........... $2,454,346 $2,371,370 L $82,976 3.5 
Expenses .......... 730,765 523,593 I. 207,172 39.6 
Net earnings....$1,723,581 $1,847,777 D.$124.196 6.7 
Grossearn. per mile 51,670 49.924 a 1,746 3.5 
Net i ss 36,28 38.901 D. 2615 6.7 
Per cent. of exps... 29.8. 22.1 I. voF pia 


The income account for the year was as follows : 


Wet GOTMNNEE, GU DRONS....c0n ocscsccrcncs sosesens $1,723,581.38 
Taxes and subsidy charges.......... ... $641,046.09 
Dividends, 12% per cent................. 875,000. 


00 
1,516,046 .09 


ve ceecae +. $207,535.29 








Surplus for the year....... 


Surplus from 1881 ....... 2.2... seceeeeeeserececceens 606,406.03 
Surplus Dec. 331, 1882... .........--.s00-eececeees $813,941.32 


In 1881 the dividends paid were 30 per cent.; in 1882 
they were 129 per cent. on the $7,000,000 capital stock, 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 








Addresses.— Business letters should be addressed and drafts 
made payable to THe RaILROAD GAZETTE. Communica- 
tions for the attention of the Editors should be addressed 
EDITOR RAILROAD GAZETTE. 





C ontributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take piace 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting 
progress and completion of contracts for new works or 
tmportant improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subject 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
pecially annual reports, some notice of all of which will 
be published 





\dvertisements.—-We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
ts useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 


THE WINTER GRAIN MOVEMENT. 


For the four months ending March 31 the receipts 
and shipments of grain of all kinds (flour not included) 
at the eight reporting Northwestern markets, and the 
receipts of the seven Atlantic ports have been, in 
bushels, for the past ten vears: 





Northwestern Northwestern Atlantic 
receipts shipments. receipts. 
$1. 21,190,826 33,832,589 
14,668,748 28,229,136 
19,737,045 : 

16,995.82 

30,838,280 

28,193,658 

36,378 825 





29,866,153 
35,512,974 
47 577 648 


53.410,458 
30,041,346 
55,412,568 





We have noted from time, in the commercial col- 
umns of journals generally well informed,explanations 
of dullness in business, and especially of inactivity in 
the stock market, in which much was made of an al- 
leged light crop movement during the winter, because 
of severe weather, and for other causes. But a refer- 
ence to the statistics of the movement above shows that 
the receipts of grain at the Northwestern markets were 
enormously greater last winter than in any previous 
winter—4 per cent. more than in 1882, 1881 or 1879, 
and 29 per cent. more than in 1880. Surely it is out 
of place to speak of a light movement when 18,500,000 
bushels more than ever before were marketed in the 
four months, these being months during which in all 
the years lake and canal navigation was closed. And 
this is after a harvest not so great as that of 1879, and 
about the same as that of 1880. The chief cause of the 
exceptionally heavy winter movement doubtless was 
the exhaustion of stocks of old corn by December, 
when sometimes there have been 24,000,000 bushels 
accumulated at ‘the several Western and Eastern 
markets, as a beginning of the supply for the winter's 
consumption. If we should include the flour mar- 
keted, the increase would be still greater. For the 
three months ending with March the Northwestern 
flour receipts for the last four years have been : 

1879-80. 1880-81. 


1,457.994 2,219,801 
Reduced to bushels. . ..6,560,973 9,989,104 


1881-82. 1882-83. 
2,054,355 2,610,437 
9,244,597 11,881,966 
Adding this makes the total grain and flour receipts 
23,800,000 (333 per cent.) more than in 1879-80, when 
they were larger than in any other year except this. 
The shipments of these Northwestern markets have 
increased in proportion quite as much this year, when 
they were 34 per cent. more than last year and about 
60 per cent. above the average of the four previous 
years, in none of which did they vary much from 30,- 
000,000. Last year five-sixths of the shipments were 
carried at rates nearly one-half or one-third as great 
as was obtained this year; though this year the rates 


were a seventh less than in 1881 anda fourth | 
less for three months and seventh 
March than in 1880. We estimate that the earnings | 
from the shipments for the four months were at the | 
rate of $1,190 this year for every $1,000 in 1880, $87! | 
in 1881 and $400 in 1882. The year of largest earnings | 


a less 


' a o . . . 
follows the year of smallest earnings from this traffic. 


The figures already given show plainly that the 
home consumption of grain has increased altogether 
out of proportion to the exports. With ar increase 
over 1881-82 of 29,100,000 in the receipts of the North- 
western markets, there is an increase of but 12,065,000 
in their shipments; and with exports considerably less 
than in 1881 or 1880, the Atlantic receipts were about 
the same. The depleted stock last fall explains this 
to a great extent. It is not to be supposed that all the 
receipts which were not shipped were consumed dur- 
ing these four months. It has been, however, usual 
for the receipts to be largest and stock to accumulate 
while navigation is open. The extraordinarily large 
receipts last winter indicate that with the rate main- 
tained (30 cents per hundred lbs. from Chicago to 
New York) grain wiil not be held for the opening of 
lake navigation. 

It is true that the shipments were not exclusively 
by rail during the winter. Last winter 3,654,923 
bushels, and in 1881-82 1,741,536 bushels went down 
the Mississippi, but 7°; per cent. of the whole this 
year and 5 per cent. last year. 

The Atlantic receipts, it will be seen, though 85 per 
cent. more than last year, were not 2 per cent. more 
than in 1881, and were /ess than in either of the three 
previous years. 

It is probably too exclusive consideration of these 
receipts and of the exports that had led to the as- 
sumption that the grain movement was not very large 
last winter. But the grain has been required in the 
interior to an unusual extent, as allindustries except 
farming have been growing ata great rate for some 
years past. A further and more conclusive proof of 
this in the difference between the North- 
western shipments and the Atlantic receipts. As we 
have frequently shown, the excess of Atlantic receipts 
over the shipments of the eight reporting North- 
western markets increased greatly after 1877, largely 
rail rates, which increased ship- 
ments going through without being reported at a 
Western market, but also largely because the surplus 
was so great that it had to be exported. 

With larger home consumption, less of this grain 
For instance, last year during 
the four months the shipments of the Northwestern 
markets were 5,500,000 bushels more than the Atlantic 
receipts, we had very little grain to spare for export, 
and so a larger proportion of the shipments went to 
interior points. In the four winters 1878, 1879, 1880 
and 1881, the excess of Atlantic receipts was 31,350,- 
000, to 24,550,000; last winter it was but 7,835,000. 

The receipts at each of the Northwestern markets 
for the four months have been, in bushels, for the past 
three years: 


is seen 


lower 


because of 


goes to the seaboard. 














1850-81. 1881-82. 1882-83. 

Chicago Peer 21,523,182 38,202,978 
Milwaukee wees « oe 900,276 7,007,899 7,000,978 
eee . 5,290,258 2,839,048 6,683,884 
Sse 2,601,467 1,595,445 4,459,694 
Cleveland.............. 1,443,190 1,100,381 1,539,029 
eee 10,563,256 11,306,440 908 
Peoria .... . 6,792,790 8,188,025 
rere en” 206,000 

53,261,977 53,766,420 82,865,440 


Compared with last year and the year before, there 
is a gain at every place except Milwaukee and Peo- 
ria, but of this gain of 29,100,000 bushels over last 
year no less than 16,680,000 (77 per cent.) was at Chi- 
cago, 5,171,000 (46 per cent.) at St. Louis, and 3,845,- 
000 (185 per cent.) at Toledo. It is noticeable that 
while there was this enormous increase at Chicago, 
there was none at Milwaukee, its next neighbor, 
Detroit has an increase of 180 per cent., and received 
but a third less than Toledo. It is apparently begin- 
ning to fecl the effect of its connection with the 
Wabash, which, though open all last year, brought 
very little traftic then. Previously its receipts have 
depended chiefly on the wheat crop of the single state 
of Michigan. This was much larger in 1882 than in 
1881, but not so large as in 1880. And as the season 
1880-81 was more nearly a normal year as regards 
crops and traffic, a comparison with it is perhaps 
more instructive than the one we have made with last 
year. Such a comparison shows an increase every- 
where, the amount and per centage at the principal 
markets being : 


At Chicago........ . .17,000,000 bushels, or 80 per cent. 
Pe a eee 5,914,000 i | 
OS eae 1,858,000 - x Tien 

At Milwaukee ... . 1,630,000 * “« © 

At Toledo... ...... 1,393,000 n> oe ee 

 * . . 29,603,500 us ** 5536 *‘ 


Nearly three-fifths of the whole gain. was thus at 





Chicago, whose receipts have grown at a greater rate 
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than those of any other place. If flour were included, 


in | the increase at Chicago would be still more in propor- 


tion, as by far the larger part of the flour is received 
there and at Milwaukee. 

The percentage of the total Northwestern receipts 
which arrived at each market was : 


1880-81. 1881-82. 1882-82, 

ot ee ee Pee .. 89.8 40.0 46.1 
ID a5. 5 3.604 bENdsinececseucenenss 10.1 13.0 8.4 
DRS eiGsue Kate, Sukonses Gonedies 5.9 5.3 8.1 
MU Ass knccicdniss, calendancnibiens 4.9 3.0 5.4 
RT Es satbikin ~dews wigemeddnweis 2.7 2.1 1.9 
St. Louis............ iteditrangucesede 19.8 21.0 19.9 
... * eae 12.8 15.2 9.1 
hig E500 dC ASK SAEE APRONS Coles os 0.4 1.1 
TONE cee tehccscacemosed vucsintdas 100.0 100.0 100.0 
Chicago has an advantage over the interior mar- 
kets when rail rates are maintained while  navi- 


gation is open, and we expect it at that season to 


receive one-half or more of all the grain. But 
when the lakes are closed it has no advan- 
tage in rates over any of the other markets, 


while St. Louis may have an advantage over it through 
the Mississippi. But our figures are for a time when 
navigation was closed, and yet Chicago’s proportion 
was not much less than forthe whole of some years pre- 
vious. Yet the crops in the country which cannot 
easily market its grain elsewhere were not so good last 
year as in some other parts of the West. In the country 
due west of Lake Michigan they were fair, not very 
large. [rIllinois and Iowa, whence Chicago usua!ly 
draws most of its immense corn receipts, the corn 
crop was decidedly short. The heavy winter wheat 
crop of Illinois, Missouri and Kansas was nearer to St. 
Louis than to Chicago, as also the fine corn crop of 
Kansas. But the grain has nevertheless gone chiefly 
to Chicago, though it and Milwaukee were sometimes 
cut off from the country by snow. St. Louis’ propor- 
tion has not fluctuated greatly. It isa little less than 
last year, but very nearly the same as the year before. 
Peoria shows a marked falling-off. 

The receipts at each of the seven Atlantic ports in 
these four months in each of the past seven years have 
been. in thousands of bushels: 









x x x x 

=i ~ ~) ey 

rs — x < 

z 
New York..... 22,918 
yy See 7 5,416 
Portland.......... c 821 1,328 
Montreal..... 59 8&3 240 
Philadelphia 10,600 10,716 8,697 
Baltimore..... 12,069 13,580 12.549 
New Orleans. 5,462 4,599 6,910 

Total..... $2,092 58,223 £9,592 58,083 57,410 30,041 55,418 


The receipts at New York have been larger than this 
year in all years when the total seaboard receipts were 
larger: but the receipts of Boston and Portland have 
been larger this year than ever before, and those of 
New Orleans larger than in any previous winter ex- 
cept 1880. 

While there has been a gain at every place compared 
with last year, which was an abnormal one, there is a 
loss at Philadelphia and Baltimore compared with 
1880-81, which was more nearly a normal year. The 
increase and the percentage of increase last winter 
over each of these two winters were : 


--Over 1881-82.-— —Over 1880-81,-— 








Bushels. P. c. Bushels. P. c. 

New York . 8,463,338 62.4 2.183.061 11.0 
Ore re 1,638,140 30.7 328,607 4.8 
POLS sc a:sreace: wesieen 73,936 47.8 536, 124 66.7 
Montreal.......... 5 y 162.816 84.4 
Philadelphia. ... *J 330,030 17.2 
Ne Sere. *789,528 6.4 
New Orleans........... 3,80 861,060 15.3 
Total....... 2,002,110 3.8 





* Decrease. 

Besides the bad crops and the small surplus for 
export there was the disturbing influence of the rail. 
road war last year, the effects of which were felt three 
months of the four. This makes the comparison with 
1881 the more interesting. Wesee by it whether and 
how far the rank of the several cities as grain receivers 
may have been disturbed by that costly contest. 

The changes since 1881, then, are in favor of the more 
northern ports. Philadelphia and Baltimore have lost 
somewhat: New York and the places further north 
have gained. We do not imagine, however, that the 
railroad war had the slightest effect on the distribu- 
tion of the receipts this year. The changes are not 
very great except at ports where receipts are still very 
small; the decline at Baltimore is accounted for by the 
fact that the exports are less this year: and at Phila- 
delphia apparently the export grain trade is no longer 
cultivated. 

The percentage of the total received at each of these 
ports during the four months in each of the last seven 
years has been : 

1876 77. 


18 8. 1878-79. 


77-7 1879-20. 1880-81, 1881-82, 1882-83. 

New York.... 31.0 42.2 40.4 39.5 $7.1 45.1 39.8 
Boston.......-. 13.0 75 9.6 9.3 12.8 18.3 12.9 
Portiand...... 1.5 2.1 1.4 2.3 1.6 3.8 2.6 
Montreal ...... 0.3 0.1 01 0.4 0.4 0.8 0.6 
Philadelphia. 17.8 18.2 18.0 15.0 14.5 11.3 11.6 
Baltimore .... 29.9 20.7 22.8 21.6 23.0 12.2 20.8 
New Orleans. 6.2% 9.2 7.7 11.9 10.6 9.0 11.7 
ee 100.0 100.0 100.0 100.0 100.0 100.0 100.0 


New York’s percentage was less than last year, but 





equal to its average in previous years. Philadelphia’s 





ee 
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percentage was greater than last year, but much less | but some of them did much more, the Milwau- 
than in any other since 1876. New Orleans has but|kee & St. Paul transforming a loss of $193,912 
once had a larger share of the receipts. ;at the end of the first two months of the year 
The percentages of New York, of Philadelphia and |into a gain of $288,702 at the end of the third 
Baltimore together, and of New York and Boston | month ; and the St. Paul & Manitoba gaining three 
together m the successive years have been : times as much in March as in January and February. 
Phila. and N.Y. and| ‘The universality of this change from February is as 


New York. Baltimore. Boston. “s aa 
47.7 44.0 | striking as the greatness of it. 





oe 49-4| We will now turn to another group of roads in a 
36.6 48. 8 | country almost wholly agricultural and extending well 
23°53 63.4 | into the unsettled West, namely, the roads southwest 
B82. a2.7 


of Chicago and St. Louis. We have included in this 
“Philadelphia and Baltimore together received a| grouponly one, the Chicago & Alton, which has any 
smaller proportion of the whole this year than in any | road east of the Mississippi, and we have excluded 
other except last year. In three years of the seven, | from it one, the Wabash, a large part of whose enor- 
including 1881, together they received more than New | mous system is in this territory, because the more im- 
York: this year 19 per cent. less. New York and Bos- | portant part of its system belongs with a group east 
ton together received a larger percentage than in any | of the Mississippi. The northernmost road in this 
previous year except last year. Only in 1876-77 did| group (west of the Mississippi) is the Hannibal & St. 
they receive less than Philadelphia and Baltimore. | Joseph, and it includes by farthe larger part of the 
In 1880 and 1881 they received a third more, in 1882] roads south of it, west of the Mississippi and east of 
170 per cent. more, this year 68 per cent. more. The} the Atchison, Topeka & Santa Fe and the Rio Grande 
tendency recently certainly has been for a larger pro-| River. Their increases and decreases, compared with 
portion to go to New York and Boston. The season | last year, in each of the three months have been : 


under consideration is that when Philadelphia seatedaf Obteue 







« alti re "e , r os as , and St. Louis: January. ee Larch. 
and Baltimore usually have done best, as they Chicago @ Alton......... Ine. 82063 In “Tino = 
have not then been affected by the competi- | Hannibal & St. Jc Inc Ine. 28,196 Inc 
2 . — P Peg . Mo., Kan. & Tex Inc Ine 89,752 Ine 
tion of the Erie Canal carrying to New York, and the | Missouri Pacitic = Ine. 151,945 Inc 
s * = . Sentral Brane Cc ne 2,2 ne 
St. Lawrence carrying to Montreal. The indications | tron Mo»ntain. ..... Inc. Inc. 21,693 Inc 
1 Pe ° . St. Louis & San Fran Ine. Dec 8,376 Ine 
are, however, that the water competition is and will | Int. & Gt. North. Inc. £2,152 Inc 

Texas & Pavific.... 210, 540 Inc. 3 





remain less effective than heretofore. It affects only 
the export grain at all events, which is not so large a 
portion of the whole as heretofore. There will prob-| These are the roads which have shown the heaviest 
ably be six weeks after March when the course of | gains since August last, the country which they serve 
the receipts will remain undisturbed by the canal| having had magnificent crops of all kinds last sum- 
competition. Whatever virtue there is in the aboli- | mer, and wretched ones of all kinds the year before. 
tion of tolls will be felt first the coming season, and | All nine of them had increases in January and March, 
then, too, the St. Lawrence route should be much|and only one a small decrease in February. In the 
more effective than ever before. It could not be very | aggregate their increases was 60 per cent. less in Feb- 
effective last year because there was not much to|ruary than in January. In March they gained $449,- 
to carry. This year there will be large exports | 530 more than in February, but only about 4 per cent. 
(though less than in some other years), and the im- | more than in January. March was for them too a worse 
proved Welland Canal will have an opportunity to | month than the earlier ones last year. But the North- 
make itself felt. western roads, which for a time seemed not to have 
: — profited by last year’s better crops, in March ranged 
MARCH EARNINGS. themselves alongside the Southwestern roads ; and of 
| the latter it was the more northern ones, which are 
grain-carriers and not cotton-carriers, which did best 
in March. 

The Chicago & Alton, Hannibal & St. Joseph, Cen- 
tral Branch, Missouri Pacific and St. Louis & San 
Francisco are properly Northern roads and carry much 
grain and live stock, and little cotton ; the Missouri, 
Kansas & Texas does both, having a large mileage in 
Texas and another in Missouri and Kansas; the other 
three are properly Southern roads, and carry much 
cotton. The latter, with the Missouri, Kansas & 
Texas (which four have much the longest mileage), 
we will compare with the five grain-carriers, to see 
the relative increases in earnings over last year, in 
each of the last three months, as follows : 





Total.......... .... Inc. $974,223 Inc. $565,221 Inc. $1,019,821 


We have noted already that some of the Northwest- 
ern roads showed a great improvement in earnings 
in March over February and January, and the fuller 
returns now at hand show a wonderful improvement 
indeed, not only on these roads, but on those east of 
the Mississippi and north of the Ohio, many of which 
had not done very well in the winter months. To 
contrast these months with each other we have given 
below the amount of increase or decrease in earnings 
in each of the last three months on each of the roads 
in certain districts of the country. As there was no 
great change of mileage on any of these roads, the 
comparison is not vitiated by that ; but it should be 
borne in mind all thetime that January and February 
were months of heavy grain traffic and earnings for 


" Increase. January. February. March. 
most Northwestern roads last year, and that after | rive grain-carriers “8 $354,001 $234. 619 $567,825 


February there was a great falling off. Thus for Four cotton-carriers. . osanean 620.227 331,672 447,996 
these roads we are comparing with favorable months} Thus the cotton-carriers made smaller gains in 
in January and February, and with an unfavorable| March than in January, the grain-carriers much 
one in March. This year these same roads had their | larger ones, and nearly as much as in January and 
traffic somewhat reduced by snow blockades in the | February together—the course of business on them re- 
winter months, and had an _ exceptionally heavy | sembling that on the Northwestern roads. 
freight traftic in March. But for the country as a| We now will consider the roads east of Pennsyl- 
whole traftic was good this year in January, and not | vania, west of the Mississippi, north of the Ohio and 
so good in February ; in March roads in some parts of | south of Chicago and the Great Lakes. This terri- 
the country did extraordinarily well, but in other|tory includes the western connections of the trunk 
parts not so well as in some other months. lines, great carriers of through freight—but the most 
First we will examine the gains and losses of the | important of these do not report, and the earnings of 
railroads northwest of Chicago in the three months :| those that do report probably reflects the condition of 








Northwest of Chicago : January. February. Mash. r . , af . : 

ackigag oe A ecg sei Dec. $5542 Dee. $365,050 Ine. $20,806 local rather than that-of through business. Their 

Central Iowa.. an 2 ec. wf ne. "36" 149 | cawar increases : “Tes 2 © i ac 

Chicago, Mil. & St. P. Dec. 11378 Ine. 452,614 several increases and decreases compared with last 

Chicago & N. W....... . ec. 209,26 ne. 386,769 | wos av e 

Chi., St. P., Min. & Om.... _ ——_ 9 2,600 year have been: 

Green Bay, Win. & St. . dec. ” ne. 348 as , Miss 7 t ‘the Ohiv: 

Ill. Cen. in Towa........ Se Se ee ee Oe eter eee pee _ teed, 

i. Lame Booze & W... ; age cp ee dee ee eee Dec. $5,623 Dee. $13,823 Inc. $3.565 

Northern Pacific .... ..... Inc. 3: Inc. 104.126 Inc. 206,258 | Chic. & Gr. Tr.......-...s.e00++ Inc. 86,326 Inc. 40,481 Ine. 61,376 

St. Paul & Duluth......... Tac. 59836 Inc. = 9,270 Inc. 21.688 | Gin., Ind., Chic. & St. L........ Dec. 26,773 Dec. 44,604 Inc. 27/837 

St. Paul & Manitoba...... Inc. 94,852 Dee. 28,745 Ine. 198,809 | Gleve fs Ake. & GOL... zc. ... Ine. 5,011 Ine. 1,464 Inc. 3.327 

an anes ~, | Hocking Valley.. . .. Ine. 1,139 Ine. 25,761 Inc. 38,527 

Total ........ ....-Dee. $226,618 Dec. $368,341 Inc. $1,391,572 | Evansville & T. H “Dec. 3175 Dec. 6¥lu Inc. ° 1,007 







: F Flint & Pere M.. 
The change here is amazing. In January seven out | {ee inti. 

" . . w . 
of these eleven roads had a decrease in total earnings, Ind., Bloom. Sect 


and their aggregate decrease was $226,618 ; in Feb- | Ohio Central..... 


ne. 1,267 Ine. 34,220 
Dec. 93,248 Ine. 36,185 
ne. 27,175 Ine. 64,262 
ne. 7,997 Inc. 25,939 
ne. 22,740 Ine. 10,549 














Ohio Southern... . Inc. ne. 8432 Ine. 6,773 
ruary nine out of the eleven had a decrease. and their Ait gt nd ee oy CSM COT Mee 
aggregate decrease was $968,341 ; but in March every | sai vqnaeterie Hite He BB BRS BR He 3 
one of the eleven hens an increase, and their aggregate se aa een Inc. 77,818 Dec. 64,010 Inc. 165,460 
increase is $1,391,572, or $796,613 (more than double) | Total......... ...... shimosisons Inc. $154,311 Dec. $85,329 Inc.$501,594 


more than the sum of the losses in January and Feb-| There are 17 roads in this group, but most of them 
ruary. We see here the effect of the unprecedented | are small ones. In January six of these roads had a de- 
March grain movement, but also of the beginning of | crease in earnings, and the aggregate increase of the 
an emigration from the East and the older Western | 17 was but $154,311. In February seven of the roads 





States to the Northwest—to Iowa, Minnesota, Dakota | had a decrease, and in the aggregate the 17 had a de- 
and Montana. Not all the roads wiped out in| crease of $85,329; in March only one of the 17 had al 
March the decrease of the two previous months, | decrease, and their aggregate increase was $501,594, | 





The improvement is very general, but not considerable. 
The Wabash, the Illinois lines of the Illinois Central, 
and the Indiana, Bloomington & Western, are the 
roads with largest mileage in this group. The Wa- 
bash gained much more through March than in the 
other two months together. The Illinois Central, 
which had a decrease of $93,248 in February, and of 
$150,247 in the two months, gained $36,185 in March. 

Though the roads all show an improvement in 
March compared with previous months, there are no 
very large gains, and in the aggregate the improve- 
ment over last year is not important. If the lines 
which carry the bulk of the through traftic were in- 
cluded, the figures doubtless would have been very 
different. These roads must have made an immense 
gain in March this year. 

We will next consider the roads south of the Ohio 
and the Potomac and east of the Mississippi, which 
have generally been doing very well since last sum- 
mer, the crops being good and the country prosper- 
ous. A considerable number have not reported yet, 
but there are figures from nearly all the lines west of 
the Alleghanies. The seven reporting have all made 
an increase in each of the last three months, as 
follows : 





South of Ohio and east of Miss.: ° 
January. February. March. 

Chesapeake & Ohio....... ... Inc. $45,396 Inc. $71,234 Ine. 855,231 
Eliz., Lex. & ie eee -.. Inc. 18,620 Ine. 24,446 Inc. 21,578 
E. Te ‘nn., OI eae Inc. 50,003 Ine. 78,98 Ine. 
Norfolk & We ste a snanbeanne Inc. 31,915 Ine, 41,686 Ine. 
oe Ss eae Inc. 134,701 Ine. 71,932 Ine. 
Mobile & Onio............ .. -Inc. 56,932 Ine. 3,611 Ine. 
Louisville & Nash ........... Inc. 150,473 Ine. Ine. 

WOR or enckseatenenerzicnnese Inc. $473,649 Inc. $358,692 Ine. : 292,724 


In the aggregate these Southern roads gained less in 
February than in January, and less in March than in 
February. * The three largest and westernmost roads 
especially gained much more in January than since— 
in the aggregate $342,106 in January, $137,928 in Feb- 
ruary and $111,997 in March—more in January than 
in both the other months. 

We have reports from only four Eastern roads as 
yet; and for one of these, the Eastern, the figures for 
March do not include the last week in either year. 
They have had the following gains: 


Eastern Roads: January. February. March 
Grand Trunk ............... Inc. $188,823 Inc. 883,250 Inc. $99,037 
OS aS ae: - 21,257 Ine. 64,953 Ine. 4.516 
Long Rs exch custard Inc. 7,653 Ince. 14,251 Ine. 15,918 

. ¥. & New England...... Inc. 44425 Inc. 14479 Ine. 19,646 

DOOR. occccsncccesvctesessove Inc. $272, 168 Inc. $176,942 Inc. $139,112 


These roads too, in the aggregate, made smaller 
gains in March than in February, and in February 
than in January, but all but one gained more in March 
than in February. They are not numerous enough 
nor typical enough to enable us to draw any conclu- 
clusion as to the course of business generally east of 
Ohio. It is somewhat surprising, however, to find 
that the Grand Trunk made no more gain in March, a 
month of extraordinarily heavy through traffic at good 
rates this year, while traffic was light and rates much 
lower last year. 

There remain two railroads of the Far West—the 
Union Pacific and the Denver & Rio Grande—which 
should reflect quite completely the condition of busi- 
ness in the grazing districts of the great plains and 
the mining districts of the Rocky Mountains. They 
have not been gaining lately, and it isan improvement 
for them to equal their last year’s earnings, though 
they have a considerable increase in mileage. Their 
increase or decrease has been : 


Union Pacific... Ine. gah, ou Dee BaaL 00 pees gies, i 30 Inc. witck 168 
Denver & Rio 

Grande....... Dec. 183,728 Dee. 70,289 Inc. 26,400 Ine, 100 

We have gone back a month further with these 
roads to show the tendency of their earnings. The 
Union Pacific, it is seen, made considerable impro ve 
ment in March over previous months, much greater 
than is represented by its moderate increase over last 
year. The Denver & Rio Grande, which suffered a 
large decrease in December and January, and a small 
one in November and October, has returned a small 
increase in the last two months. 


Generally, the conclusion, from the reports of earn- 
ings so far made is, that the roads in the Northwest and 
those between Pennsylvania and the Mississippi, which 
are generally the lines which have done least well 
of late months, made a great improvement then and 
did positively well: that the roads of the West next 
south but north of the Arkansas—generally classed 
with the Southwestern roads, but with a traftic nearly 
the same in kind as that of the Northwestern roads— 
having done very well in January and February did 
better in March; that the Southwestern roads proper 
—the lines of Arkansas and Texas—which have been 
making extraordinary gains in the fall and winter 
months, did well in March, but not so well as pre- 
viously, and that the same is true of the Southern 
roads east of the Mississippi. From the Eastern roads 
we have too few returns to warrant a conclusion. 
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E OF GOODS AS A BASIS OF CLASSIFI- 
CATIO 


The classification of domestic cotton goods is com- 
plained of by some New York dry-goods merchants, 
who say that the first-class rate of 75 cents per 100 lbs. 
from New York to Chicago is unduly high and tends 
to reduce the shipments of those goods from New York 
to the West. A hearing was given to the merchants, 
and their arguments were submitted to the Classifica- 
tion Committee of the railroads, but the classification 
of the goods was not changed. 

We cannot learn that any definite information of a 
falling-off of shipments was made by the merchants. 
If there has been, and it is caused by the amount 
charged for transportation, the railroads are probably 
nearly as much interested as the merchants in having 
the rate reduced to a point which will permit ship- 
ments. It does not appear that any complaint of the 
rates lias been made in New England, where most of 
these goods are made, and which should feel a falling- 
off in the total Western demand more than the New 
York jobbers. It does appear, however, that the 
Southern mills have been making some headway in 
placing their goods in the West, and that they are 
aided in this by the rates of the railroads from the 
Southeast to the Northwest. These roads usually have 
a great many empty cars going north, and they will 
accept a very low rate for anything to fill these cars— 
less than the railroads charge for carrying from the 
Northeast to the South. 

The rate on cottons from the East to the West is, 
however, very low. In no other country in the world 
is there anything like it. The only reason we have 
seen assigned for calling it unjust is that it is asmuch 
as is charged for more valuable goods. This objection 
is based on the assumption that the value of the goods 
should determine the charge; but the rate charged 
depends not on the value of the goods but on the value 
of the transportation. It is usually true that valua- 
ble goods can pay more for carriage than less valuable 
ones, but it is not always true; and an example is one 
of the very articles cited by the merchants to show 


that they should pay a lower rate on cot- 
tons. Coffee pays the lowest rate, and some- 
times a lower rate than corn, though 


the coffee may be worth 15 or 20 times as much for 
the same weight. Now the railroads have no particu- 
lar affection for coffee that they carry it so cheaply. 
They would be only too glad to charge first-class rates 
on it. and considered by itself there are not many arti- 
cles which it would be more proper to put in the first 
The consumption of the country would proba- 
bly not be reduced a pound if the higher rate were 
collected on it. Unfortunately for the railroads, how- 
ever, they can’t get 75 cents per 100 Ibs. for carrying 
coffee from New York to Chicago. Should they charge 
so much it would go forward by canal and Jake and 
would be imported at New Orleans and goupthe Miss- 
issippi. The railroad transportation of coffee is not 
worth so much to the shippers because they can get its 
equivalent for less. Circumstances might—and may 
—put domestic cottons in the same category, and if so 
the rate of them wili surely be changed. The railroads 
will not charge the present rates on these goods if 
they cannot get them. 

So far as the competition of the Southern and West- 
ern mills is concerned, that isa very delicate matter 
for the railroads to deal with, but questions like it are 
coming up all the time and have to be dealt with. 
When the only manufactories of an article of Western 
consumption are in the East or in Europe, the chief 
limitations on the rates which it is possible to collect 
are, first, the competition of other carriers, and, second, 
the effect of the rate on consumption. But when the 
same article is manufactured in the West, the Eastern 
manufacturer or importer may be driven out of that 
market if the old rate of freight is collected. 
To the carrier then the question is, how far is it justified 
in reducing its rate in order to secure profit- 
able traffic. This is not always a simple one. The 
Western factory probably affords the railroad some 
business, and the value of this must be set against 
that of the traffic which it is destroying. But the 
railroad company is led to make such rates as yield it 
the largest total advantage. In case of the Southern 
cotton mills, should they cause a serious reduction in 
the shipments from the Eastern mills, the trunk lines 
would be sure to reduce their rates if by so doing they 
would gain more than they would lose. It might be 
only in a limited district that the Southern competi- 
tion would be effective, and the railroads then would 
lose should they reduce rates a third on all the ship- 
ments, when nine-tenths of them would be made 
just the same without the reduction. So far the 
Southern mills have not made cotton enough to sup- 
ply the Southern demand; but they make chiéfly 
the coarsest and heaviest grades, as itis in these that 


class. 


| those of disease. 








| grades they have at times a surplus; and the ship- 
|ments from Georgia to Cincinnati and St. Louis are 
|likely to be largely to supply the demand of the 
Southwest, which buys largely at these cities. It is 
quite possible that the Southern and Western mills 
eventually will supply the South and West chiefly, at 
least with coarse cottons; and as the cotton manu- 
factured in New England much of it goes northeast a 
thousand miles or more to the mills and then west or 
southwest a thousand or fifteen hundred miles, to 
reach places but a few hundred miles from the cotton 
fields and the Southern mills, it will not require 
exces sive charges for transportation from the East to 
bring this about. 

The stress placed by the New York merchants on 
value of goods as determining rates is apparently 
founded on the assumption that what we may call the 
insurance of goods is a material part of the cost of 
transportation. It is a part of the cost, but an almost 
infinitesim al part. Last year the New York Central 
paid out $92,592.52 for ‘“‘loss and damage of baggage 
and freight,” while its total freight expenses were 
$14,387.381 and its freight earnings $17,672,252. Thus 
a little more than } per cent. of its freight rates cov- 
ers the cost of insurance. 

If the railroads should take off the whole of the 
cost for risk from domestic cottons at this rate, it 
would reduce the charge from 75 cents to 74% cents per 
100 lbs. to Chicago, which probably the jobbers would 
not think worth the while. 

It must be said, however, that railroad men have 
themselves given an exaggerated view of the liability 
for loss and damage as an element of cost. They have 
often tried to show that differences in charges were 
due to differences in cost, as if rates ought always to 
be in proportion to cost. No rational system of rates 
can be proportioned to cost, and it is idle to attempt 
to make one so, and still more so to attempt to show 
that existing rates are so made. Cost is or should be 
the minimum limit of rates; but to attempt to collect 
the same amount of profit on all transportation that 
costs the same can only result in prohibiting a large 
part, and on many roads the largest part of freight 
transportation, in an increase in the rates on what re- 
mains, and in a great reduction in the profits of the 
roads. Classification of freight itself is little more 
than a method of collecting different rates of profit on 
different kinds of goods; and if the rate on cottons is 
ever reduced below that on other first-class freights it 
will be not because it costs less to carry them, but be- 
cause the railroads accept less profit on that trans- 
portation, just as they do accept very much less on 
sugar, coffee and various other goods which cost quite 
as much to carry as cotton or silk. 


The IlInesses of Railroad Men. 





No statistics are more uncertainin their character than 
Nearly every sort of uncertainty gathers 
about them, so that itis often better to make guesses from 
mortality statistics rather than from direct returns of ill- 
ness. An admirable illustration of these facts is found 
in some statistics of the state of Brunswick, which show 
very definitely much greater frequency of scarlet fever 
and croup among the well-to-do than among the poorer 
classes, but a much larger number of deaths among the 
latter classes than among the former, so that one may 
assume (1), that the doctor is more often called in by the 
well-to-do than by the poor; (2), that the mortality among 
the well-cared-for cases is less than among others ; (3), that 
the disease is more malignant among the poor ; (4), or fin- 
ally, that the well-to-d> classes are more susceptible to the 
contagion, but get better care, while the poorer classes, al- 
though less susceptible, are more in danger of malignant 
epidemics and get less care. Whatever form the conclusion 
assumes, it isa guess at the facts. Some personal knowl- 
edge and personal observation, enlightened by even a few 
figures, will give more trustworthy results in such cases 
than mere masses of statistical uncertainties. As to fre- 
quency of illness some statistics are necessary. 

Dr. J. Petersen, of Berlin, who has charge of statistics of 
invalidism and mortality for the German Railroad Union, 
has very recently made bis report for 1881. This covers a 
force of about 67,000 employés. The per cent. of the whoie 
number of cases of sickness in each class of employés to the 
whole number of employés in the class in 1881, 1880 and 
1875 has been: 


188i 1880. 1875 
Engineers and firemen 86.31 90.58 120.22 
Other trainmen. .73.38 75.86 82.03 
Roadmen ....48.92 48.25 48.50 
Stationmen ..43.74 45.16 47.16 
Other employés 39,63 38.86 35.43 
Total force . -55.93 57.12 59.56 


The larger number of illnesses among the German rail- 
road men arise from stomach difficulties, inflammations of the 
| breathing organs and rheumatism—slight ailments which 
one is tempted to see a doctor about if it costs nothing. 
There are no evidences in the German disease statistics of 
any special tendency or peculiarity of disease among rail- 
| road men other than those arising from exposure. 
| There are no statistics in this country, but, judging from 

facts obtained _by personal observation and inquiry, the rate 
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of illness is low, except, perhaps, among freight brakemen. 
Enginemen and other trainmen suffer considerably from 
chills and fever, especially at certain seasons and on certain 
lines. Colds are probably less frequent among the engine- 
men than among the other trainmen, and diarrhcea com- 
mon to both classes in the later summer and early fall 
months. Rheumatism is not unknown, but is not, appar- 
ently, very frequent among enginemen and firemen, except 
in damp and cold localities; in fact, dampness may 
be said to be the principal factor in producing such dis- 
eases as the American railroad man suffers from. It is in 
the damp, low-lying regions that malaria is more frequent, 
and on the chilly seacoast and valley lines that semi-rheu- 
matic difficulties are mostly found. The slight disease (if it 
may be so called) which is more nearly peculiar to railroad 
life than any other is a complex one, about which there has 


been considerable discussion on the other side of the 
water. The worst case among enginemen coming under 


personal observation was due to driving a cart, aggra- 
vated by getting wet after a very hard run during the 
war. The difficulty usually begins by lameness located 
“in the small of the back,” so that it is painful to step 
down from the engine; as it becomes more severe the 
bladder and kidneys are affected, and as shown in 
the experience of the Baltimore & Ohio Relief Association, 
sugar and albumen may appear in the urine. In the East- 
ern States, but especially on the Boston & Providence Rail- 
road, the muscles of the belly are affected. One fireman 
was unable to get rest at night from the pain, and engine- 
men reported the difficulty as a frequent cause for firemen 
given up their positions. A conductor on the Reading road 
gave up his position under his physician’s advice, for like 
reasons. Evidently individual susceptibilities are not 
without influence. An old engineman (75), who had 
been running fifty years, had never suffered from it, nor 
from rheumatism, and attributed the difficulty to sitting; 
was not himself perfectly well until he began to stand while 
running. Several cases of entire cure were reported by a 
roadmaster of engines by simply lengthening the vest-lining 
with thicker cloth, in order to cover the back; in his opinion 
the difficuity arose from the draft blowing from the front 
window across the back. An engineman having a long and 
severe run on a passenger train reported much relief from a 
canvas bandage worn around the loin. 

The difficulty evidently arises from the effect of the 
motion upon the lower portion of the spinal column, the dif- 
ficulty with the kidneys and bladder being due to irritation 
of the spinal nerves centres, or more immediately by the 
results of chill upon the circulation; in either case prophy- 
laxis is to be found in protection for the back. 

In general it may be said that the hygiene of trainmen 
consists first of allin warm clothing, frequently changed. 
Good food is necessary and time in whichto eat it. There 
is a temptation, especially in the warmer weather, to drink 
too much water. Little and often should be the rule, and 
the satisfying effect of a few tea leaves held in the mouth 
should not be forgotten. 

The facts of this article have been gathered by the way- 
side during several years experience among railroad men on 
many lines. 


Record of New Railroad Construction. 

This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Chicago & Great Southern.—-Extended from Veedersburg, 
Ind., south to Yeddo, 7 miles. 

Cincinnati & Eastern.—Extended from Mineral Springs, 
O., east to Evans, 3 miles. 

Cincinnati, Wheeling & New York.-—-Extended from Pt, 
Pleasant, O., east to Senecaville, 5 miles. 

Louisville d& Nashville.—The Knoxville Branch is extended 
southward to the Tennessee state line, 7 miles. Gauge, 5 ft. 

Michigan & Ohio.--Track laid from Monteith, Mich. | 
eastward 11 miles. 

Missouri, Kansas & Texas,—A branch is completed from 
Atoka, Ind. Ter., east to Lehigh, 8 miles. 

Rogers Lumber Co.—Road completed from Seney, Ga., 
south by west to Deaton, 9 miles. Gauge, 3 ft. 

Savannah, Florida & Western.—A branch is completed 
from Climax, Ga, southwest to Chattahoochie, Fla., 31 
miles, Gauge, 5 ft. 

Sioux City d& Pacific.--Extended from Thatcher, Neb., 
west to Blair, 7 miles. 

Southern Pacific.—The Colorado Division is extended 
from Amboy, Col., eastward to Goffs, 53 miles. 

Wisconsin Central.—A branch is completed from Chelsea, 
Wis., west to Rib Lake, 6 miles, 

This is a total of 147 miles of new railroad, making 852 
miles thus far this year, against 1,545 miles reported at the 
corresponding time in 1882, 778 miles in 1881, 964 miles in 
1880, 326 miles in 1879, 258 miles in 1878, and 232 miles in 
1877. 


THE St. Louis BRIDGE CHARGES have been investigated 
by a committee of the Lllinois Legislature, which has found 
that they vary insuch a way that the average legislator 
will doubtless consider that a case of ‘ unjust discrimin- 
ation” is made out. For passengers the committee finds 
that four rates are collected, a “local rate,” by which a 
ticket to or from a local station or a road out of St. Louis 
pays 20 cents for the bridge crossing ; a ‘ terminal rate” 
of 50 cents which is added to the price of a through ticket 
over the whole length of a railroad terminating in St. Louis, 
and a“ foreign rate” of 75 cents for passengers who are 
ticketed on railroads beyond the roads which terminate at 
St. Louis. Besides there is a commutation rate of 10 cents 





on passengers from the town of Belleville, Ill., the only im- 
portant suburb of St. Louis on the Illinois side. 
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There is no doubt that these differences are to a great ex- 
tent arbitrary, but neither is there any doubt that the bridge 
earns an insufficient interest on its cost, and that any uni- 
form rates would be disadvantageous at once to the bridge 
company and to the public. There is perhaps nowhere a 
better illustration of the propriety and advantage of dis- 
criminations in rates. The bridge and tunnel have cost 
some $13,000,000. To pay interest on the cost requires 
about $780,000 a year. In the last year for which we 
have a report, 1851, this sum would have been produced by 
an average profit of $3 per freight car and 33 cents 
per passenger. Now charges which would produce such a 
profit could not be extortionate, because they make but a 
very moderate interest on the cost of a property which has 
made on the average not more than balf as much, probably. 
But it is perfectly evident that charges which would yield 
such a profit—say 50 cents per passenger and $4.50 per ton 
of freight—would cut off a large amount of traflic. Passen- 
gers from Alton, Belleville and other places within 50 or 75 
miles of St. Louis would be materially reduced in number if 
required to pay 50 cents for crossing the bridge. But it 
will be a good thing for the bridge company if it can get 
these passengers even at a rate which does not pay more 
than 5 cents profits per passenger ; and as its expenses will be 
very little increased by an addition to the number of pas- 
sengers, and its interest account not at all, it makes a 


profit by taking them at 20 cents or less; and it 
certainly is an advantage for the local passengers. ‘This is 


still more emphatically true of the Belleville passengers, 
Belleville being a suburb like Newark to New York or 
Evanston to Chicago. It is unnecessary to say that if pas- 
sengers from Belleville had to pay 50 cents to cross the 
bridge no St. Louis people would live there. The bridge 
company would not make an extravagant profit, doubtless, 
if it got 50 cents each from the Belleville passengers ; but it 
can’t get so much, and is perforce compelled to accept less or 
not make anything from them. No injustice is done to ‘‘local”» 
or ‘‘through” or ‘ foreign” passengers by this. They do 
not pay an extortionate toll. If the Belleville rate was ad- 
vanced they would not gain by it, but the bridge company 
and the Belleville people ‘would lose by it. If the 
higher rates were reduced, the bridge company’s already 
inadequate income would be still further reduced. The case 
is a striking one because the immense cost of this structure 
makes the interest charge an overwhelmingly large pro- 
portion of the whole cost. The passenger has the use of 
three miles of railroad which have cost as muchas 200 
miles of ordinary railroad. It probably does not cost 5 
cents to haul him over these three miles of road, but his 
share of the interest on the cost of structure is probably 
more than 30 cents. Some passengers cannot pay so much 
as this, and the company takes less because it cannot get 
more. But if any pay less than the average, some must 
pay more than the average. 

The freight traflic involves a similar policy; but this, 
through the uperation of freight classification, is easier to 
manage, and the public is accustomed to it and usually 
tekes it as a matter of course. 





Tue LEASE OF THE NEw YORK, PENNSYLVANIA & OHIO 
TO THE ERIx was ratified at a meeting of the bondholders of 
the former company in London on Friday of last week, 
with little opposition. As in all the affairs of this road, the 
opposition headed by Mr. McHenry (apparently consisting 
of Mr. McHenry) made a great deal of noise, but cast 
scarcely any votes. The Erie will take possession under this 
lease May 1. The contract for the lease is published in full 
in London papers, and this enables us to give a more definite 
account of it than has been published in this ccun- 
try beretofore. The termsof the contract provide that 
the New York, Lake Erie & Western as _ lessee 
shall pay the minimum sum of $1,757,055 yearly (the net 
earnings of 1882); the actual rental will be 32 per cent. of all 
gross earnings up to $6,000,000, and 50 per cent. of all gros, 
earnings above $6,000,000, until the average of the whole 
rental is raised to 35 per cent. or until the gross earnings 
are $7,200,000, and then 35 per cent. of all earnings. But if 
32 percent. of the gross earnings should ever be less than 
the $1,757,055 to be paid yearly, then the deficit is to be 
made up without interest out of the excess in any subse- 
quent year. 

Out of the rental paid the New York, Pennsylvania & Ohio 
has to pay the interest on the prior-lien bonds, the rents of 
its leased lines, and the expenses of maintaining its organ- 
ization in Europe and America, amounting to about 
$500,000 a year, and for five years a payment of $260,000 
a year to the car trust, which is a payment partly on cap- 
ital account, as by the operation of these payments the cars 
will be paid for at the expiration of the trust. Of the re- 
mainder of the net earnings so much as *‘ may be required” 
up to $100,000, by the terms of the first-mortgage deed, 
may be set apart for additions and improvements to the 
property, and the balance is applicable to the first-mortgage 
interest. 

The Erie covenants to give the lessor’s road as much as 65 
per cent. of all its west-bound traffic, excluding what goes 
to Canada. Of the east-bound traffic, it agrees that the 
lessor’s road shall carry as much as 50 per cent. An excess 
of west-bound traffic up to 5 per cent. may be applied to 
make good a deficiency in east-bound up to 10 per cent., and 
vice versa. These percentages, Mr. Lewis says, will assure 
the New York, Pennsylvania & Ohio a much larger share of 
Erie traffic than ever heretofore. 

The lessee covenants to maintain the road in as good con- 
dition as at present, and to develop traffic over the road. 
Rates are to be divided in proportion to mileage on both 
roads, while heretofore the Erie has been allowed for 22 





miles more than its length. Fixed rates of charges for 
terminal expenses are established for both companies at the 
rate of 1 cent per 100 lbs., at points where the freight is re- 
ceived from or delivered to the shipper or consignee. 

When additions to rolling stock become necessary, the 
lessor company may provide it itself, or the Erie will 
furnish it, charging 6 per cent. yearly for interest on its 
cost and 6 per cent. for depreciation. If the lessor questions 
the necessity of the addition, it will be referred to arbitra- 
tion. 

If the $100,000 a year allowed under the first mortgage 
for improvements should be insufficient to do all that both 
boards coincide in thinking ought to be done, the Erie is to 
provide the capital at 5 per cent. interest. 

The lease is to take effect May 1, and is for the term of 
99 years, 

The New York, Pennsylvania & Ohio agrees to add 400 
new 20 ton coal cars to its stock immediately and complete 
the narrow-gauging of its locomotives. 











THE CHICAGO POOL is to include the New York, Chicago & 
St. Louis road. The preliminary negotiations have been 
held, and the question of the percentage to be allowed the 
new road is now before the Arbitrator, Mr. Adams, for de- 
cision. This is not altogether a very easy question to decide, 
as the power of the new road to attract traffic has never 
been fully tested, and there is no experience of previous 
years to serve as aguide. Further, the road has not yet fully 
established connections east of Buffalo. The Lackawanna 
has but begun to work with it, and the Erie is only about to 
begin. Of course, however, any award made it now will be 
subject to revision should anything enable it to attract a 
much larger share of freight than is awarded it. Apparently 
the only Easternroad which will be free to cultivate traffic 
over it to the fullest extent isthe Lackawanna. The Erie is 
bound by its contract with the New York, Pennsylvania & 
Ohio to give the latter road’65 per cent. of its west-bound and 
50 per cent. of its east-bound freight, and it will probably be 
to its advantage to give it a larger share. ‘I'he Lackawanna 
does not make the new road its sole connection with 
Chicago, however, as it works also in connection. with the 
Grand Trunk. 

The report of the Arbitrator may be expected soon, faa 
meanwhile the New York, Chicago & St. Louis maintains 
rates and reports its traffic out of Chicago. 

In about a month the Chicago & Atlantic will be fully 
prepared to do business at Chicago, and then the business 
will have to be subdivided further. It will carry exclusive- 
ly for the Erie, and it will probably be contended that its 
share of the Chicago shipments should ccme chiefly from 
the roads which now carry the Erie’s freight—namely, the 
two Pennsylvania lines and the Grand Trunk. 

Within three years the number of roads carrying freight 
from Chicago to the East will bave been increased from five 
toeight. The Chicago shipments meanwhile have scarcely 
increased at all (they were less in 1882—which was a 
bad year, however—than in either of the three previous 
years), but its receipts from the East kave doubtless 
increased largely. It is evident, therefore, that there is no 
longer the temptation to build a new road to Chicago 
to get a share of its eastward shipments that there once was. 
Even should a new line get as much as the average, it would 
have but 11 per cent. of the business ; but it is very hard for 
any new line to get more than half as much as the three 
principal old roads--the three oldest roads. The Pittsburgh, 
Cincinnati & St. Louishas been in Chicago now more than 
15 years, but it is awarded but 10 per ceut. of the traffic ; 
the Baltimore & Ohio, which has been completed nine years, 
has trouble in securing the 8 per cent. which is awarded it. 
The Chicago & Grand Trunk, the youngest of all, has se- 
cured an award of 11 per cent., and sometimes carries 
more. The Michigan Central since 1880 has had its per- 
centage reduced from 29 to 2414 per cent. 





THE CuHicaGo, PirtssurGH & St. Lovis RAILROAD, 
which is the name of the reorganized Columbus, Chicago & 
Indiana Central, will, it is said, hereafter cultivate through 
passenger traffic between Chicago and the East. It forms a 
part of the line which next to the Fort Wayne is the shortest, 
being 507 miles from Chicago to Pittsburgh, against 468 by 
the Fort; Wayne, and 951 to New York, against 912 by 
the Fort Wayne. But as both it and the Fort 
Wayne were worked by the Pennsylvania, and the 
Fort Wayne was not only the shortest but much 
the best road, through travel to the East has not been 
cultivated over it, but the Chicago section of it has been 
used chiefly as the Pennsylvania’s route to Ohio River points 
—to Louisville, Cincinnati, etc. On the other hand, the 
Columbus-Indianapolis section of it has had the whole of 
the Pennsylvania’s travel between the East aud St. Louis 
and points south of the Fort Wayne road, from which the 
latter was virtually excluded. This was doubtless the most 
profitable way of working the two properties, but 
what the Columbus road got in this division was not 
nearly as much as what the Fort Wayne got, and 
as the rental was a _ percentage of the gross 
earnings, the lessors of the Columbus road _ were 
were interested in having it carry all the traffic pos- 
sible, without reference to its effect on the profits of the 
Fort Wayne, and consequently on those of the Pennsylvania 
Railroad. If the road at the time of the lease had been put 
in as good order as the Fort Wayne, and as well equipped 
and worked, it would doubtless have carried a large propor- 
tion of the traffic between Chicago and Pittsburgh. But the 
Fort Wayne road now has its travel so well established, and 
has made such a reputation for affording the best accommoda- 
tions, that it will be hard to divert any considerable 





amount of travel from it to the other line at the same 
rates. To develop its full capacity, it needs 
to be worked by a company competing with the Pennsylva- 
nia. The latter, however, might enter it as a “second 

class route” and claim a differential rate for it (it will need 
one if it is to get a share of the business), and so build up a 
business for it. But as without a differential rate the Penn- 
sylvania tends to get a larger] and larger share of the travel, 
probably the other through lines would look upon this as 
rather ‘‘crowding the mourners.” It is not easy to see, 
however, why the Pennsylvania should not have two or 
more routes to Chicago as well as the New York Central 
two and the Erie three or four. 





CHARGES is now agitated again by live-stock shippers, who 
protest that at the present difference in rates it -costs them 

much more to put beef into the Eastern markets than the 
dressed beef shippers. If this were all, and the railroads 

made as good a profit on the dressed beef as the live-stock 

shipments, they could hardly expect the railroad companies 
to come to their rescue. It would be “ their own funeral’ 
—literall y so, perhaps. The railroads are not bound to pay 
the cost of doing any kind of business in an uneconomical 
way, to prevent the people whodoit in an economical way 
from getting the whole of it. But thisis notall. Part of 
the cost of carrying live-stock is in the stock-yards which 
companies have established here and there, and in stock 

cars, which are not gcod for most other freight and entirely 
useless for carrying dressed meat. Part of the cost to rail- 
road companies of a sudden change from live-stock to 
dressed-beef shipments would be the destruction or great re- 
duction in value of property of this kind. It may be 
cheaper for them to accept a smaller profit on live-stock 
rather than throw away so much property. 

In consequence of this agitation, a call was made from 
Mr. Fiuk’s office for information as to all the elements of 
expense by the two methods of shipment. The information 
returned was chiefly by interested parties, and is said to 
have been very contradictory ; but after making all allow- 
ances, it appeared that there was a very decided advantage 
in shipping dressed beef with the difference in rates as at 
present, namely, 60 per cent. more for dressed meat. 

If this is true, the live-stcck shippers may as well prepare 
to change their business. Any allowances made them by 
the railroads can only be temporary, and will not last longer 
than they are profitable to the railroads themselves, to which 
a dollar of profit on dressed beef is just as good as one on 
live-stock. 

At present the Grand Trunk is the chief carrier of dressed 
beef, which goes chiefly to New England, and has been 
gaiuing ground there unmistakably. The Erie is now car- 
rying some to New York, where, however, it is not yeta 
very important part of the supply. The advantages to 
some roads are greater than to others. To say nothing of 
the fact that most roads are equipped with stock cars, and 
have not enough refrigerator cars, some roads can get much 
more freight for stock cars going west than others. The 
Pennsylvania especially has great advantages in this respect, 
having coke at Pittsburgh, which usually gives loads for an 
enormous number of returning stock cars. 








THE SOUTHWESTERN RAILWAY ASSOCIATION has made a 
new apportionment of the traffic of the Missouri River 
points eastward, and in it has abolished the division between 
Chicago and St. Louis, by which a certain proportion of the 
shipments were to go to one place and another to the other, 
while a third was left to go directly east from Hannibal. At 
certain times of the year aud under certain circumstances, 
a larger portion goes to St. Louis than at others. As, 
for instance, when the demand for corn and provisions from 
the South is sufficient to absorb nearly all the Kansas 
shipments, we should expect little to go to Chicago; and 
with the demand chiefly in the East, and lake and canal 
rates exceptionally low, Chicago might get by far the larger 
part. By the new arrangement, the total traffic is divided, 
24 per cent, going to the Chicago & Alton, 24 to the 
Wabash, 20 to the Chieago, Burlington & Quincy (by way 
of the Hannibal & St. Joseph and the Kansas City, St. 
Joseph & Council Bluffs), 14 to the Missouri Pacific, 14 to 
the Rock Island, and 4 to the Hannibal & St. Joseph besides 
what it delivers to roads carrying to Chicago. Before this 
division is made, 6 per cent. is taken out for the Missoui 
Pacific for the traffic which it collects on its lines west of 
Kansas City. This apportionment is to date from the begin- 
ning of this year. 

The two roads with the largest share of the traffic carry 
to St. Louis and Chicago both. By the apportionment of 
the fall of 1881 St. Louis and Chicago each had 44}¢ per 
cent. of the traffic, and the three roads to St. Louis had each 
ore-third, we believe. The ‘‘ Hannibal & Toledo Division 
was allotted 11 per cent., which went east by the Wabash. 
The Burlington has generally received from the Hannibal 
& St. Joseph as much as the total carried by any other 
road to Chicago, and from the Kansas City & Council Bluffs 
about three-fourths as much more. 

SHIPMENTS WESTWARD have increased materially since 
February, asis usual. They are very much less than last 
year, when the extremely low rates made them extraordi- 
narily large at a time when business was not remarkably 
good (New York shipments were larger in March of last 
year than in any previous one succeeding month, and nearly 
twice the average in March of the four previous years), but 
they are about equal to the shipments in 1881, and above 
those in 1880, in both of which vears the sales of merchan 
dise were thought to be very good. In February shipment 
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were an eighth Jess than in 1881 and a fifth less than in 1880; 
in January they were a little more than in 1881,but consider- 
ably less than in 1880; and in November and December last 
sbipments were also less than in these months in 1880. This 
slackeuving in the merchandise consumption of the country 
indivated that 1t was feeling poorer, or less confident of con- 
tinued ability to consume atthe same rate. The revival of 
shiproents since issome indication of a change in this feel- 
ing, and if it lasts a little longer will be conclusive evidence 
of it. 


THE APPORTIONMENT OF CHICAGO CATTLE SHIPMENTS has 
heen changed to secure two objects; first, a distribution which 
will provide fairly for the shipments of slaughtered cattle, 
now included with live stock but formerly with ordinary 
freight, and secoud, a share for the New York, Chicago & 
St. Louis road. The matter was referred to Mr. Adams for 
arbitration, and bis award is now announced. The new and 
old percentages of the different roads are: 


Grand Mich. Lake Fort Nickle 
Trunk. Cen. Shore. Wayne. B.& 0. Plate. 
NOW. csciasc ee 2314 32 2314 5% 10 
Old . 6 26 36 26 6 0 


Thus of the 10 per cent. of the Nickel Plate, 4 per cent. 
comes from the Lake Shore, 2%4 each from the Michi- 
gav Central and the Fort Wayne, and !¢ from the Balti- 
more & Ohio. The reason why none is taken from the 
Grand T1unk is probably because that road has a very large 
dressed beef traffic, which now goes into the live stock puol. 
It did not car1y anything like its 6 per cent. of live cattle, 
we believe. The Baltimore & Ohio loses little, not only 
because it bas little to lose, but because it carries chiefly to 
places to which the Nickel Plate can be expected to carry 
but little; but it will be able to carry to New York and 
New Englan¢ points, and to Philadelphia te good advan- 
tage, 


AN AGREEMENT BETWEEN THE GRAND TRUNK AND THE CA 
NADIAN Paciric is reported as under consideration between 
the exceutives of the two companies in London, It seems 
absurd that there should be any hostility between a line 
from Portland to Chicago and one from Montreal north of 
the Great Lakes to the Pacific, which naturally form com- 
plements of each cther. But the enmity of the two corpora- 
tions has been due to the fact that the Canadian Pacific 
managers were interested in schemes, having only the re- 
motest relation to the Canadian Pacific, which would du- 
plicate the Grand Trunk from Detroit to Montreal. It is this 
proposed line, which lacks but little of completion, which 
was to give the Vanderbilt lines access to Canadan points, 
so that it could make rates toand from them as well as the 
Grand Trunk, What is contemplated now is to have the 
Ontario & Quebec 10ad worked in the joint interest of the 
Canadiau Pacific and the Grand Trunk—that is, the two 
companies agree not to cut each other’s throats. 


THE GRAND TRUNK CoMPANY has made its first report of 
its operations since it absorbe1l the Great Western, covering 
the period from Aug. 12 last (the date of the union) to Dec. 
31. Compared with the corresponding period of 1881 (all of 
it in time of railroad war) the united roads show an increase 
of £184,841 (14 percent.) in gross earnings, and of only 
£38,579 (4 per cent.) in working expenses, so that there was 
again of £146,262, or 43 per cent., in net earnings. The 
gain was almost wholly due to better rates, as there was not 
much change in traflic—decrease of 3°{ per cent. in freight 
and an increase of 4 per cent. in passengers. Yet the gain 
in passenger earnings was 8 1-6 per cent., and in freight 
earnings 1834 per cent. The greater part of this increase in 
earnings must be attributed to the cessation of the railroad 
war, though the union with the Great Western doubtless 
made possible better rates on considerable traffic not neces- 
sarily affected by the trunk-line war. 








PRICES OF LOCOMOTIVES AND Cars have fallen somewhat 
since last fall, perhaps 6 per cent. A contract was made 
about November last for several locomotives at $10,400 each 
and the balance of the lot, of the same pattern, were let to 
tbe same works this week at $9,800. The fall is perhaps less 
than in most other articles, and there are not any signs of a 
wild rush for orders, which many seemed to anticipate a few 
months ago. 

CHICAGO THROUGH SHIPMENTS Eastwarp for the last 
ten days of March are not yet reported. For the week end- 
ing April 7 the eastward shipments, through and local, of 
flour, grain and provisions were 30,647 tons, against 48,092 
the previous week of this year, and 28,172 the correspond- 
ing week of Jast year. These shipments in the tirst week of 
April were lcss than half the average in March. Of the 
total 1,994 tons went by the New York, Chicago & St. 
Louis road. 


OCEAN FREIGHTS we have not quoted for some months. 
They were about 6d. a bushel for grain from New York by 
steamer to Liverpool in January, and did not fall much be 
tow that until nearly Marcb, when they fell rapidly and 
were about 2d. to 2!¢d. until very recently, when they ad- 
vanced a little. The quotation Wednesday last was 3d. 








Foreign Railroad Notes. 
In Austria-Hungary 502 miles of new road were opened 
for traffic during the year 1882, against 235 miles in 1881. 


The longest single line was 129 miles long, and eleven lines 
were less than 10 miles long. 


At the beginning of this year there were 1,249 miles of 
railroad in Holland, of which 653 miles belonged to the gov- 
ernment, all of which are leased by it to corporations which 
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work them, and all but 50 miles to one corporation. The | 
other railroads are owned by 18 different companies, the 
most important of which has 167 miles. 


In 1854 the Berlin & Anhalt Railroad, put in track a 
sma)! number of ties of -various kinds of wood brought from 
Dutch Guiana, in South America. Some of these ties after 
29 years’ service are stillsound. As they cost about $3.85 
apiece delivered in Berlin, it is not likely that this 
kind of timber will be much used. Usually tropical 
woods do not last well—the kinds which are easy to get— 
and ties are imported into such climates from temperate 
regions. 

The interval between trains on the Berlin City (elevated) 
Railroad is to be reduced from 10 to 6 minutes, and the 
number of city trains daily increased from 280 (in both 
directions) to 892; besides which there are 162 suburban 6nd 
through trains of connecting railroads which pass over this 
road. This gives a total of 554, or 277 each way daily. 
Atone time there were 440 each way daily on the Sixth 
avenue elevated road in New York. 

The German Railroad Union offers every (three years 
prizes to the amount of 30,000 marks ($7,300) for import- 
ant railroad inventions. It now offers them for devices, 
etc., handed in by July 15, 1884, and invented since July 
16, 1878. For inventions and improvements in construc- 
tion or appliances relating to construction, a first premium 
of 7,500 marks ($1,800) is offered, a second of $720, and a 
third of $360. For inventions and improvements of rolling 
stock or in the use of the same, premiums of the same 
amount are offered; for inventions and improvements re- 
lating to the management of railroads, to railroad statistics 
and for notable publications in railroad literature, a first 
premium of $720 and ten other premiums of $360 are 
offered. The acceptance of a premium will not prevent the 
patenting of the inventions. Nothing will be admitted to 
compete fora prize which has not been tried by a road be- 
longing to the Union and is not supported by such a road 
in its application for the prize. 


THE SCRAP HEAP. 
Lo®omotive Building. 

The Pittsburgh Locomotive Works recently delivered two 
heavy passenger engines to the Terre Haute & Indianapolis 
road. 

The Portland Co. in Portland, Me., is shipping locomotives 
to the Northern Pacific road. 

Experiments are being made on the Lake Shore & Michi- 
gan Southern and the New York, Pennsylvania & Ohio 
roads with the Hutchinson smoke and spark burner, which 
has been put on several engines on each road. 

A contract for six new locomotives for the Canada South- 
ern Railway has been let to the Schenectady Locomotive 
Works, a part of the increase of equipment which the com- 
pany’s contract with the Michigan Central requires it to 
make, and for lack of which (and other appliances) it has 
not been able the past winter to carry nearly all the freight 
the Michigan Central had to give it, which consequently 
went to the Great Western. 

The three locomotive shops at Paterson, N. J., last month 
shipped 52 locomotives to various roads, The shops are all 
running on orders. 

Car Notes. 

The Gilbert Car Co. in Buffalo, N. Y., is building 12 
boarding cars for the New York, West Shore & Buffalo 
road, and has begun on an order for 400 coal cars for the 
Buffalo, New York & Philadelphia road. 

The Marshall Car & Foundry Co. in Marshall, Tex., is 
building freight cars for the Texas & Pacific cud the Inter- 
national & Great Western roads. The works are turning 
out 800 car wheels a month. 

Pennock Brothers in Minerva, O., have lately added to 
their car works a new foundry and a new blacksmith shop, 
and advertise the old buildings for sale. 

The Dallas Car Works in Dallas, Tex., are to be started up 
shortly. 

H. A. Lewis, of Wichita Falls, Tex., bas patented a stock 
car having partitions of jute or hemp net-work, which can 
be used to separate the animals in the car, if desired, or can 
be folded up out of the way. When in use they are secured 
to hooks in the sides of the car. 

The Old Colony shops in South Boston are building six 
new passenger cars for the road. 

The Pittsburgh, Fort Wayne & Chicago shops in Alle- 
gueny, Pa., are building six new passenger cars and a pay 
car for the road. 

The Wason Manufacturing Co. at Brightwood (Spring- 
field). Mass., has just finished 14 first-class passenger cars 
for the Béston & Providence road, and has orders for pas- 
senger cars for the Southeastern of Canada, Passumpsic, 
Portland & Ogdensburg, Maine Central, St. John & Maine, 
Cheshire, Lehigh Valley, Denver & New Orleans, Benning- 
ton & Rutland and Old Colony roads, The freight depart- 
ment is at work on an order for 110 cars for the Panama 
road, 25 for the Connecticut River, and a number of Burton 
stock cars. 

The Paige Wrought Metal Car Wi.eel Co., of Springfield, 
Mass., bas just been reorganized as the Paige Car Wheel 
Co., and will remove its works to Cleveland, O. The new 
shops are now being built. 

At Jacksonville, Il., March 22, the Jacksonville Car Works 
were sold at public sale by A. R. Gregory. assignee, and E. 
C. Kreide, trustee. At the sale Mr. John Dutro. as trustee, 
bought in the personal property not mortgaged, including 
two flat cars, oftice furniture, patterns, etc , for the sum of 
$700. He also bid in the real estate, upon which there are 
mortgages to the amount of some $64,000, for the sum of 
$100. Mr. A. C. Wadsworth, as trustee, bid in the personal 
property for the sum of $29,500. Arrangements are on 
foot for turning this over to Mr. Dutro, in order that a new 
company may be organized and the shops started to running 
in the course of the next month. 

Bridge Notes. 

The King Iron Bridge Co. in Cleveland, O., has taken the 
contract for the new Central Way bridge in Cleveland. The 
contract price for the superstructure is $13,875. 

The Central Bridge Co. in Buffalo has completed a new 
double-track iron bridge over the Chicago River at Six- 
teenth street in Chicago for the Illinois Central road. The 
draw-span is 300 feet long. 

The Keystone Bridge Co. in Pittsburgh has the contract 
for a bridge over the Youghiogheny River at Broadford, 
Pa., for the Baltimore & Ohio road, It will be a double 











deck bridge, the railroad tracks being laid on the upper 
deck, and the lower deck used for highway travel. It will 
have five spans of 120 ft. each. 

The Niagara Bridge Works in Buffalo, N. Y., are build- 
ing an iron bridge over the Coosa River, near Anniston, 
Ala., for the Georgia Pacific Road. 

Iron Notes. 

The Hartman Steel Co., limited, is buildin 
mill 200 by 216 feet in size at Beaver Falls, 
ling steel rods and making steel wire. 

The Ontario Rolling Mill Co. at Hamilton, Ont., has 
bought the St. Thomas Bolt Works and will move the 
machinery to Hamilton. 

The Scranton Steel Co. started up its new works at Scran- 
ton, Pa., March 29, and will probably begin to turn out 
steel rails next week. 

The Cambria Iron Co. at Johnstown, Pa., is filling an 
order for steel rails for the Cincinnati Southern road. 

The Portage Iron Co. at Duncansville, Blair County, Pa., 
is adding to its mi!l machinery for making angle iron of all 
sizes, 

The Southwest Virginia Improvement Co. is shipping 
large quantities of high grade Bessemer iron ores from its 
nines at Ripplemead, Va. on the New River Branch of the 
Norfolk and Western road. 

A company has been organized in St. Louis to build iron 
and steel works at Gunnison, Col. It is proposed to build 
very extensive works. 

The Ohio Falls Iron Works in New Albany, Ind., are mak- 
ing the iron work for the Louisville Exposition building. 

Lawrence Furnace in Ironton, O., is to be rebuilt and en- 
larged. 

The will of Brown, Bonnell & Co. in Youngstown, O., is 
filling a large order for railroad spikes and splice-bars. 

Belfont Iron Works in Ironton, O., are to be enlarged. 

The new steel rail mill of the Indianapolis Rolling Mill 
Co. is nearly ready tostart up. The plant bas been de 
signed in accordance with the latest experience. 

Work has been begun on anew blast futnace at Cran- 
berry, N.C. It is owned by Vhiladelphia parties. 

The rolling mill at Dover, N. J., is filling a large order for 
fish-plates for the New Jersey Central road. 


a rolling 
‘a., for rol- 


Manufacturing Notes. 

The National Paint Works of Williamsport, Pa., the only 
manufacturers of asphaitum paints, are doing a large bust- 
ness with many prominent 1ailioad companies, including 
the Pennsylvania, the New York Central & Hudson River, 
the Chicago & Northwestern, and others. They also sup- 
ply most of the iron bridge builders in the United States 
and several Jarge car works. All the iron bridges on the 
New York, West Shore & Buffalo road are to be painted 
with this company’s paint. The asphaltum paint is now 
the standard paint for the freight cars of the Pensylvania 
Company. 

The Concord Machine Works in Concord, N. H., have re- 
cently received a large order for machine tools for the Mex- 
ican Central repair shops. 


The Rail Market. 


Steel Rails.—The market is quiet and fairly steady at 
about $39 per ton at mill for heavy sections, and $41 for 
light rails. No heavy business is reported, but many small 
orders have been taken. 

Rail Fastenings.—Spikes are quoted at $2.60 per 100 Ibs. 
in Pittsburgh, with a steady demand. Track bolts are lower, 
at $3.25 per 100 Ibs. for square nuts, and $3.35 to $3.45 for 
hexagon nuts. Splice bars are quoted at 2 to 2.10 cents per 
lb. in Pittsburgh; 2.25 to 2.30 cents. in Philadelpbia. 

Old Rails.—The market is very dull. Some small sales of 
iron rails are reported at $25 to $26 per ton in Philadelphia 
for tees, and $27 to $28 for double-heads. 

A Woman Train-Wrecker. 

Mrs. Lucy Tutaine, the woman who, with her children, 
made a practice of turning switches on the Southern Pa- 
cific Railroad, in San Gorgonio Pass, for the purpose of 
wrecking, has been discharged on account of disagreement 
of the jury. A warrant was immediately served upon her 
by United States Marshal Dunlap, and she will be brought 
before the United States Court io San Francisco to answer 
to a charge of obstructing the United States mails. If Mrs. 
Tutaine had stolen a plug horse, she would now be in San 
Quentin.—San Francisco Evening Post. 


Better than Railroading. 


During a Western trip of one of New York’s railroad 
kings, made last year, it became known through the passen- 
ger coaches that his private car was attached to the train, 
and as the conductor entered one of the coaches a man from 
Northern Indiana beckoned to him and asked : 

“Is Mr. Gould’s car with this train?” ‘* Yes, sir.” ‘Is 
Mr. Gould in that car?” ‘He is.” ‘‘ Can I goin and see 
him?” ‘If you can get in.” 

‘* Well, I'll try,” said the man, as he roseup. ‘I’ve gota 
model here of the smartest, cutest and best washing-masheen 
ever invented, and if Mr. Gould will drop bis railroads and 
take hold of this with me, I’ll warrant him a steady income, 
after the first year, of $40 a week.” 

He didn’t succeed in entering the car, and that may be 
the reason why Mr. Gould is still in the railroad business.— 
Wall Street News. 


A Trial of the American Freight Car Brake. 


A trial of the automatic freight car and engine brakes of 
the American Brake Co., of St. Louis, was made April 9 on 
the New Haven & Northampton road, four miles north of 
New Haven, Conn., in the presence of many railroad offi- 
cials of the various New England roads. The train consisted 
of a large engine, 20 freight cars and a passenger coach, 
being a total weight of 228 tons. Five experiments were 
made, and average stops at a speed of from 25 to 30 miies 
an bour on level grade were made in 40 seconds and in 
running 225 yards. 

Texas Stories. 


A special from Burleson, Tex., of recent date, says: 
‘“‘When the passenger train came in this morning and stopped 
at the depot, a large, fine cow was observed lying very 
complacently on the pilot and chewing her balsam with as 
much satisfaction as the young lady who lounged near the 
rear window of the sleeper. Her cowship was lifted from 
~ pilot and walked away in search of a grass plot to break- 

ast on.” 

Up North the locomotives confine themselves to calves, 
turkeys and other small fry. It takes a Texas engine to pick 
up a cow like that—or a Texas paper to tell the story. 
Express. 


‘*You cannot carry that gun into the car with you,” said 
an express messenger to a western-bound tourist. ‘‘ You 
will have have to Jet me put it into the baggage car.” 
‘*There isn’t the slightest danger in the world,” replied the 
tourist, ‘‘ the gun ain’t loaded.” *‘ Great goodness !” shouted 
the messenger. ‘‘ Everybody clear out of the station build- 
ing for your Jives! Here is a man with an inloaded gun in 
his hands !"—Exchange. 

‘* Goin’ fur ”’ the inquisitive traveler asked the man on 
the wood-box. ‘ Well, yes,” he replied, ‘‘ I reckon its ‘ fur.’ 
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I'm going to Buffalo.” And being thus pelted with this 
answer, the inquisitive man looked as though he wanted to 
hide somewhere. But this is furrin’ to the subject.—Bur- 
lington Hawkeye. ; 


Careful Work in a Tunnel. 


The headings of the tunnel designed to lower the tracks of 
the West Penn road, west of Blairsville, met in the centre 
of the tunnel with a variation of only half aninch. Some 
remarkable work has been done on this tunnel, and all pre- 
vious records have been eclipsed. During the past four 
months 150 ft. of tunnel have been completed each month, 
and in March this was exceeded, 200 ft. being constructed, 
all the more remarkable when it is considered that the sec- 
tion of tunnel is the largest in the country.— Pittsburgh Rail- 
way Reporter. 

The Pintsch Method of Lighting Cars by Gas. 

In relation to the description of this method of lighting 
cars by gas printed last week, we are informed by the 
company that the statement made that the saloons in the 
Erie cars are lighted by an oil lamp is not correct. Gas 
lights especially designed for this purpose, so that they can- 
not be tampered with by passengers, are placed in the 
saloons of all the Erie cars which are lighted by gas, and 
have worked very well. 

The Pintsch Lighting Co. has lately taken contracts to fit 
up 65 passenger cars for the Chicago & Atlantic road, the 

as-works to be at Marion, O.; also the steamboats ‘* Rhode 
I _— ” and *‘* Massachusetts,” with gas-works. at Prov- 
idence. 
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Meetings. 
Meetings will be beld as follows: 
Central, of New Jersey, annual meeting, at the office in 
Jersey City, May 11, at noon. Transfer books close April 
20, 


Delaware & Hudson Canal Co., annual meeting, at the 
office in New York, May 8, at noon. Transfer books close 
April 14, 

Lake Shore & Michigan Southern, annual meeting, at 
the office in Cleveland, O., May 2. Transfer books close 
March 30. 

Michigan Centrul, annual meeting, at the office in De- 
troit, Mich., May 3. Transfer books close March 30. 

Dividends. 

Dividends have been declared as follows : 

Baltimore & Ohio, 5 per cent., semi-annual on both Main 
Stem and Washington Branch stock. 

Long Island, 1 per cent., quarterly, payable May 1. 
Transfer books close April 20. 

Cincinnati, Hamilton & Dayton, 1% per cent., quarterly, 
on the preferred or guaran stock. 

Oregon Railway & Navigation Co., 244 per cent., quar- 
terly, payable May 1. Transfer books close April 20. 


Railroad Conventions. 


The Southern Time Convention will meet at the National 
a Club Rooms, No. 46 Bond street, New York, 
April 18. 

he Car Accountants’ Association will hold its annual 
convention in Philadelphia, May 22. 

The Association of Railroad Telegraph Superintendents 
will hold its annual meeting at the Grand Pacific Hotel in 
Chicago, beginning on Wednesday, June 13. The Execu- 
tive Committee has decided to change the date to June 13 
from May 16, the date originally fixed, in order that mem- 
bers may have an opportunity -of visiting the Exhibition of 
Railroad Appliances. 

The New England Road- Masters’ Association will hold its 
first annual meeting in Boston, Sept. 20. Further particu- 
lars will be given hereafter. 

The General Baggage Agents’ Association will hold its 
—_ pecan meeting at the Tremont House, Chicago, 

ug. 8. 

Technical Meetings and Conventions. 


The April meeting of the Master Car-Builders’ Club will 
be held at the rooms, No. 113 Liberty street, New York, 
April 19, at 8 p.m. ‘The subjects for discussion are: Draw- 
gear, Dead-blocks and Car-trucks. All interested are in- 
vited to attend. 

The Master Car- Builders’ Association will hold its annual 
convention in Chicago, beginning June 12 next. The meet- 
ing will be held in the Grand Pacific Hotel. The charge at 
that hotel to members will be $3 per day for ordinary 
rooms. 

The Master Mechanics’ Association will hold its annual 
convention in Chicago, June 19 next. 

The American Society of Civil Engineers will hold its 
annual convention this year at St. Paul and Minneapolis, 
Minn., beginning June 19. The full arrangements will soon 
be announced. It is also proposed to make special provision 
for a visit to the Exposition of Railway Appliances, at 
Chicago, before proceeding to St. Paul and Minneapolis. 

The American Institute of Mining Engineers will hold its 
next meeting at Roanoke, Virginia, during the first week in 
June. A detailed programme of sessions and excursions will 
be issued early next month. Members are requested to send 
to the Secretary, Prof. T. M. Drown, Easton, Pa., as soon as 
possible, the titles of the papers they intend to present at 
this meeting. 

Foreclosure Sales. 

The Washington, Cincinnati & St. Louis road was to 
have been sold at Harrisonburg, Va., April 7, but one bid 
of $50,000 was received, and the sale was postponed to 
May 7. The company has no completed road, the sale in- 
cluding the franchise, right of way and similar property. 

General Time Convention. 


The General Time Convention met in St. Louis, April 11, 
with a very large attendance. P. P. Wright, of Cleveland, 
occupied the chair, and W. F. Allen, of Philadelphia, acted 
as Secretary. The present officers were continued another 
year. The present through time schedule was readopted. 
It was resolved that the following changes made in standard 
time go into effect May 13: Roads east of and adjacent to 
Washington shall run by seventy-fifth meridian, or Eastern 
time ; between these points and Kansas City they shall run 
by nineticth meridian, or central time, or one hour slower 
than Eastern time, and West of Kansas City by one hun- 
dred and fifth and one hundred and twenty-fifth meridian or 
Western time, two and three hours slower, respectively, 
than Eastern time. A committee was appointed to report 
at the next meeting on the uniform signal system. The con- 
vention adjourned to meet in Chicago Oct. 12. 


Southern Association of General Passenger and 
Ticket Agents. 

A called meeting of this Association was held in Atlanta, 
Ga., April 5, at which there were present the following gen- 
eral passenger agents: D.C. Allen, South Carolina Rail- 
road; C. P. Atmore, Louisville & Nashville; L.C. Boylston, 





Charleston & Savannah; W. L. Danley, Nashville, Chatta- 
nooga & St. Louis; H. Collbran, Alabama & Great South- 
ern Railroad; E. R. Dorsey, Georgia Railroad: A. O. Mc- 
Donnell, Florida Transit Co.; A. J. Orme, Atlanta & West 
Point; A. Pope, East Tennessee, Virginia & Georgia; J. L. 
Taylor, Savannah, Florida & Western; C. J. Waller, Mobile 
& Obio; G. A. Whitehead, Central, of Georgia; D.E. Williams, 
Mobile & Girard; Mercer Slaughter, Richmond & Danville: 
E. P. Wilson, Cincinnati Southern; B. W. Wrenn, Western 
& Atlantic; C. O. Johnson, Natchez, Jackson & Columbus; 
L. 8S. Brown, Georgia Pacific; D. Cardwell, Charlotte, 
Columbia & Augusta; G. P. Hill, Augusta & Knoxville; 
John R. McMurdo, Wester: North Carolina: F. B. Bonnifay, 
Pensacola & Atlantic; B. S. Barbour, Richmond & Alle 
ghany; W. O. Ames, Florida Central & Western. 

The Pennsylvania Railroad was soprenesed by R. M. Pyle, 
the Illinois Central was represen by F. W. Harley, the 
Western, of Alabama, was represented by W. P. Orme ; 
Sol Haas, Traffic Manager of the Richmond & Danville, was 
also present. 

There was a general discussion on the subject of excursion 
rates to the various resorts, and it was finally determined 
that the rates used last summer should be adopted for the 
coming summer. These rates give 4 cents a mile for round 
trip tickets to all the principal resorts, and do not interfere 
with any local rates to the smaller resorts and watering- 
places. The Association unanimously agreed to give a rate 
of one fare on limited tickets, good for 15 days, to the 
Southern Exposition, which will open in Louisville Aug. 1, 
and continue 100 days. 

Round trip tickets were agreed on for the competitive 
military drill, which will begin in Nashville May 21. To all 
companies going in uniform a rate of 1 cent a mile will be 
g ven. 

The question of = rates to the Knights Templar grand 
conclave, to be held in San Francisco next August, was 
taken up and discussed. It was finally agreed to make a 
rate to principal cities on_the eee of 3 cents a mile 
for the round trip for the Knights and their female relatives. 
The rates from the Mississippi to San Francisco have already 
been fixed at very low figures. Round trip tickets for one 
fare were ordered for the General Assembly of the Presby- 
terian Church to be held in Lexington, Ky., in May. 

The Association adjourned late in the evening, to meet 
again on the second Wednesday in November. By resolu- 
tion, the meeting to have been held in Atlanta, May 9, was 
dispensed with, and the present was made the regular meet- 
ing of the Association. 


New England Road-Masters’ Association. 


In response to a call signed by J. W. Shanks, J. S. Lane 
and J. R. Patch, 30 road-masters connected with railroads 
in New England assembled on Thursday, March 28, at the 
Bay State House in Worcester, Mass., for the purpose of or- 
ganizing a Roac-Master’s Association. There were present 
the following : 

L. J. Senaiding, Fitchburg Railroad. 

J.S. Lane, New York, New Haven & Hartford. 

J. W. Shanks, New London Northern. 

W. H. Elton, New York, New Haven & Hartford. 

P. D. Brennan, Narragansett Pier Railroad. 

H. Baker, New Haven & Northampton. 

P. A. Eaton, Concord Railroad. 

H. M. Wood, Manchester & Lawrence. 

. L. Davis, Boston & Providence. 

. Healey, Boston, Barre & Gardiner. 

. Badger, Boston, Concord & Montreal. 
. P. Kimball. as é3 ™ 
eorge Nevers, Maine Central. 

oho Sullivan, Worcester & Shrewsbury. 

A. C, Stevens, Eastern Railroad. 

F. C. Clark, New York, New Haven & Hartford. 

F. M. Sargent, Old ——. 

R. Hyvlend, Cheshire Railroad. 

J. F. Day, Burlington & Lamoille. 

J. R. Patch, Connecticut River Railroad. 

E. Newcomb, Portiand & Ogdensburg. 

J.J. Powers, Providence & Worcester. 

B. F. Brown, Boston, Concord & Montreal. 

Henry Ware, New York & New England. 

Henry M. King, Connecticut River Railroad. 

H. W. Vammer. 

G. E. Daggett, New York & New England. 

De Witt C. Garrison, R. H. 8. R. R. 

W. F. Ellis, Providence & Worcester. 

A C. Bean, Central Vermont. 

The meeting being called to order, a constitution and by- 
Jaws were submitted and accepted by those present. Tbe 
name adopted is the New England Road-Masters’ Associa- 
tion. The roll was signed by 28 members. 

The officers elected were: President, R. Hyland; Vice- 
President, A. C. Bean; Secretary, W. F. Ellis; Treasurer, P. 
A. Eaton; Executive Committee, the President, the Secre- 
tary, J. W. Shanks, J. S. Lane and J. R. Patch. 

It was voted to hold the first annual meeting in Boston, on 
Thursday, Sept. 20, next. Due notice will be given to all the 
road-masters in the New England states. 

The ful) address of the Secretary is W. F. Ellis, Engineer 
and Road-Master in Chief, Providence & Worcester Rail- 
road, Woonsocket, Rhode Island. 


New England Railroad Club. 


The first regular meeting of this new club was to be held 
at the rooms in the Boston & Albany passenger station in 
Boston on the evening of April 11. The subjects for dis- 
cussion announced were: Brakes, Ladders, Handles and 
Runpning-boards of Freight Cars ; Side-Bearings for Freight 
and Passenger Cars : and other subjects whicb may be pre- 
sented by members. 
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Brotherhood of Locomotive Engineers. 


The St. Pau] Pioneer-Press of March 30 says: ‘ Some 
time ago, as will be renembered, a dispute arose between 
the St. Paul, Minneapolis & Manitoba directory and the en- 
gineers employed on that road, with reference to the sched- 
ule of wages then paid the latter. The dispute, however, 
attained little prominence before its settlement was reached, 
but, in the light of subsequent events, the adjustment then 
made does not appear to have been entirely satistactory. 
At all events, the matter again came to the surface 
last week and applicution was made to the Manitoba 
management to determine the mooted points definitely, 
to the end that the misunderstanding claimed to exist 
might no longer continue. Upon the same day Grand Chief 
Engineer P. M. Arthur, of the Brotherhood of Locomotive 
Engineers, was communicated with and placed in possession 
of the facts. He responded in person to the communication, 
arriving here Wednesday morning, and the same evening 
attending the meeting of the committee of engineers und 
the Manitoba officials for the purpose of final settlement of 
the points in dispute. The meeting is reported to have been 
entirely harmonious, and, after some discussion, an adjourp- 
ment was voted until last evening, when the ultimatum of 
the directory was announced. This, it is said, was not fully 
in harmony witb the concessions sought to be obtained by 
the engineers, but so measurably advantageous that its ac- 
ceptance was voted unanimously, and will be observed. In 
the future, first-class passenger and freight engineers will 
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receive $3.90 for every 100 miles or les; they may travel, 
and switch engineers $90 per month. Toose interested ex- 
press themselves as highly gratified at the liber :lity shown 
them by President Hill and General Manager Manvel, and 
are not only pronounced in their expressions of acknow] 
edgements to these officials, but confident that fature 
troubles will be avoided ” 





ELECTIONS AND APPOINTMENTS, 


Allegheny Valley.—At the annual meeting in Pittsburgh, 
April 10, the following directors were chosea: John Scoit, 
George B. Roberts, David A. Stewart, A. J. Cassatt, B. F. 
Jones, John P. Green, Henry M. Phillips, Edmund Smith, 
J. N. Du Barry. 


American Society of Civil Enagineers.—At the regular 
meeting of April 4, the following candidates were elected: 
Members, Thomas Appleton, Council Grove, Kan.: O. H. P. 
Connell, Schenectady, N. Y.; G. H. Elliott, Norfolk, Va. : 
Orville Grove, Houston, Tex.; W. G. Williamson, Martinvilie, 
| od Iara H. McDonald, Nashville, Tenn.; F. 8S. Faller, 

ton. 


Ashtabula & Pittsburgh.—At the annual meeting in Ash 
tabula, O., April 3, the followi were chosen : President, 
John N. Hutchinson: Directors, Henry Hubbard, H. L. Mor- 
rison, Caleb B. Wick, W. Scott Bonnell, Warren Packard, 
H. B. Perkins, F. Harrington, W. P. Shinn, T. D. Messier, 
W. H. Barnes, Wm. Thaw, Wm. Mullins ; Secretary and 
Treasurer, Frank Semple. The road is owned by the Penn 
sylvania Company. : 

Bradford & Garfield Air Line.—Mr. Alonzo [. Wilcox’ 
of Bradford. Pa., bas been chosen President. 


Bradford & Oil City Air Line.—This company has elect- 
ed Alonz> I. Wilcox, of Bradford, Pa., President. 


Buffalo, New York & Philadelphia.—Mr. M. D. Seipt bas 
been appointed Car Accountant of this road, with oftice in 
Buffalo, N. Y. 

Mr. Warren Hooker has been appointed Superintendent 
of — and Master Carpenter in place of M. Finne, re- 
signed. 





Cape Fear & Yadkin Valley.—At the annual meeting in 
Fayetteville. N. C., April 5, the following directors were 
chosen : Julius A. Gray, John D. Williams, W. A. Moore, 
R W. Donnell, D. W. C. Benbow, Eugene Morehead, R. T. 
Gray, K. M. Murchison, W. A. Lash, J. Morehead. A. Y. 
Stokes, E. J. Lilly. The board re-elected Julius A. Gray, 
President ; Jobn M. Rose, Secretary ; George M. Rose, 
Attorney. 


Central, of Georgia.—Mr. Edward Mclotyre, heretofore 
Bookkeeper of this company, will hereafter be known as 
Treasurer. The change is of official title only, his duties re- 
maining the same. 

Mr. C. H. Carson bas been ap 
place of Henry Yonge, resigned. 

All communications relating to cars, mileage, tracers, 
etc., should be addressed toS. C. Hoge, Master of Train Ser 
vice, at Macon, Georgia. 


Chicago & Alton.—At the annual meeting in Chicago, April 
2, the three directors whose terms then expired were re-elect 
ed, as follows: T. B. Blackstone, John B. Drake, Moriis K. 
Jesup. The board afterward met and the following officers 
were elected: T. D. Blackstone, President; Charles H. Foster. 
Secretary and Treasurer: J. C. McMullin, General Manages ; 
C. H. Chappell, Assistant General Manager; Chauncey Kel- 
sey, Auditor; C. Beckwith Attorney; T. B. Blackstone, J. 
J. Mitchell, John Crerar, George Straut, J. B. Drake, Exec 
utive Committee. 


Chicago & Alton Le*sed Lines. —At the annual meeting 
in Chicago, April 2, officers were chosen for the companies 
named, which are controlled by the Chicago & Alton, as 
follows: Joliet & Chicago.—Directors, John Crerar, John 
F. Slater, John B. Drake, John McGregor Adams, T. B. 
Blackstone: President, John Crerar; Secretary, Charles H. 
Foster. Mississippi River Bridge Co.—Directors, John J. 
Mitchell, George Straut, T. B. Blackstone, John Crerar, 
John B. Drake; President, John Crerar: Secretary and 
Treasurer, Charles H. Foster. St. Louis, Jacksonville & 
Chicago.—Directors, George Straut, T. B. Blackstone, John 
Crerar, Charles D. Hodges, Josiah Sawyer. N. W. Greene, 
L. E. Worcester; President, @eorge Straut; Secretary, W. J. 
Bryson; Treasurer, T. B. Blackstone. Alton & St. Louis.— 
Directors, Lorenzo Blackstone, John J. Mitchell, and T. B. 
Blackstone; President, Lore..zo Blackstone; Secretary, 1 
B. Blackstone. 


Chicago, Burlington & Quincy.—Mr. E. E, Fayerweather, 
late Claim Agent, bas been appointed Claim Auditor of this 
company. Mr. W. W. Hunt, late Chief Clerk in the claim 
department, succeeds Mr. Fayerweather as Claim Agent 
Mr. F. G. Bowles has been appointed Chief Clerk of the 
claim department. 


inted Purchasing Agent u 


Chicago & Great Southern.—The officers of this company 
are: President, Henry Crawford, Chicago ; Superintendeat, 
Henry Crawford, Jr., Chicago; Secretary, F. F. Lacey, 
Chicago ; General Freight and Ticket Agent, C.S Werden, 
Chicago ; Chief Engineer, F. H. Peters, Attica, Ind.; Road 
Master, John Painter, Attica, Ind. 


Chicago, St. Louis & Pittshurgh.—The folowing addi 
tional appointments are announced: M. J. Becker, Chief 
Engineer; R. H. Soule, Superintendent of Motive Power; 
William Mullins, Purchasing Agent; O. H. Booth, Super- 
intendent of Telegraph; J. F. Miller, Superintendent Eastern 
Division; Charles Watts, Superintendent Western Division. 
They are all] in effect reappointments. 


Cincinnati, Washington & Baltimore.—A circular frow 
the President announces that this company has taken pos 
session of the Marietta & Cincinnati Railroad, and that the 
old officers are continued as follows: James H. Stewart, 
General Manager; M. Fraser, General Freight Ageni; 
Thomas P. Barry, General Passenger and Ticket Agent: 
Charles F. Low, Auditor; Wm. E Jones, Treasurer; Me 
Clintick & Smith, General Counsel. 


Cincinnati, Wheeling d& New York.—The officers are : 
President, Thomas R. Sharp: First Vice-President, F. M. 
Atkinson : Second Vice-President, N. D. Gallagher ; Secre 
tary and Treasurer, W. H. Atkinson. The offices are at 
Batesvijle, O., except that of the President, which is in New 
York. 


Connotton Valley.—Mr. .O. D. Leisenring has been ap 
pointed Chief Engineer in place of W. C. Jones, resigned. 


Denver & Rio Grande.—At the annual meeting in Cok 
rado Springs, April 2, the directors whose terms then ex- 
pired were re-elected. Nochange was made in the officers 
of the company. 


Garfield & Cherry Grove.—This company has elected 
Alonzo I. Wilcox, of Bradford, Pa., President. 


Garfield & Tionesta.--This company has elected |ewis F. 





Watson, of Warren, Pa., President. 
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Gulf, Colorado & Santa Fé.—Mr. Waters 8S. Davis has 
been chosen Treasurer in place of George Ball. 


International & Great Northern.—At the annual meeting 
in Palestine, Tex., last week, the following directors were 
chosen: Jay Gould, R. S. Hays, Ira H. Evans. T. W. Pear- 
sall, Samuel Sloan, James A. Baker, F. A. Rice, Russell 
Harding, W. R. Maxwell. The directors chose Jay Gould, 
President; R. S. Hays, First Vice-President; T. W. Pearsall, 
Second Vice-President; D.S. H. Smith, Secretary and Treas- 
urer; W. R. Maxwell, Assistant Secretary; H. B. Hen- 
son, Assistant Treasurer. The road is worked by the Mis- 
souri Pacific. 


Iowa Railroad Commission.—The Governor of Lowa has 
appointed Peter A. Deya member of the Railroad Commis- 
sion for a second term of three vears. 


Jonesboro & Cape Girardeau.—This company has elected 
T. F. Bonton, President; W. S. Day, Secretary: C. L 
Otrich, Treasurer. Office at Jonesboro, Illinois. 


Kansas Railroad Commission.—The Kansas Executive 
Council has appointed as Railroad Commissioners under the 
new law, Henry Hopkins, of Topeka; L. L. Turner, of 
Sedan, and James Humphrey, of Junction City. 


Louisville, New Albany & Chicago.—The officers are now 
as follow : Bennett H. Young, President and General Man- 
ager; W. G._ Rolston, First Vice-President ; E. B. Stahl- 
man, Second Vice-President and General Traffic Manager. 


Long Island.—At the annual meeting held April 10, the 
an directors were chosen: Demas Brown, Austin 
Corbin, Daniel C. Corbin, James G. K’. Duer, Henry Graves, 
Henry W. Maxwell, J. Rogers Maxwell, Frederick W. 
Peck, Alfred Sully, Jobn P. Townsend, Edward Tuck, 
Francis B. Wallace. 


Long Island Citg & Flushing.—At the annual meeting, 
April 10, the following directors were chosen: Austin 
Corbin, F. W. Dunton, Henry Graves, E. B. Hinsdale, C. 
Knoblauch, H. W. Maxwell, J. R. Maxwell, G. S. Moulton, 
A. Sully, E. E. Sprague, C. Victor, T. F. Ward, W. G. 
Wheeler. The road is leased to the Long Island Company. 


Massachusetts Railrcad Commission.—The Governor of 
Massachusetts has appointed Mr. J. H. Chadwick, of Boston, 
Railroad Commissioner in place of E. W. Kingsley, re- 
Fs see The nomination has not yet been acted on by the 
‘ouncil, 


Memphis & Charleston.—At a meeting of the board, held 
April 5, Addison White and J. A. Kershaw were chosen 
directors m place of Simon Borg and H. E. Garth, resigned. 
The board elected H.C. Wilton Secretary; J. A. Hayes, 
Jr.. Treasurer. 

}( Mr. T. M. Barker has been appointed Auditor. 


Mexican Central.—-Mr. Lewis Kingman has been ap- 
pointed Chief Engineer of the Chihuabua Division, with 
beadquarters at Chihuahua, Mexico. He will have charge 
of all engineering and construction, and of repairs and main- 
tenance of tracks, bridges, buildings, water service, and of 
the road under construction prior to turning same over to 
a ia Department. This appointment took effect 
Apri ° 

Mr. J. S. Capers is appointed Chief Train Dispatcher. 
He was recently on the Louisville & Nashville road. 


Missouri Pacific.—Mr. James F. How, Assistant Secre- 
tary, will have charge of all matters relating to assessments 
and taxation, relieving the Third Vice-President of that 
duty. 


Montpelier & Wells River.—Tie following circular from 
Superintendent W. A. Stoweil is dated Montpelier, Vt., 
April5: “Mr. H. W. Whitcomb, is appointed Superintendent 
of Transportation, in charge of station and trainmen and 
business pertaining t> train service. In the absence of the 
Superintendent, he will have general charge of all repairs, 
including road repairs, bridges, buildings and rolling stock. 
Emplovés in charge of repairs, also agents and trainmen, 
willgive proper attention to his orders and instructions, 
— Toe them accordingly. Appointment takes effect 

pril 9.” 


Morgan’s Louisiana d& Texas.—At a meeting of the board 
in New Orleans, April 3, the following officers were elected: 
A. C. Hutchinson, President; J. G. Schriever, Vice-Presi- 
dent and Traffic Manager; John B. Richardson, Secretary 
and Treasurer; Julius Kruttschnitt, Superintendent of the 
Railroad Division; Henry J. Levy, Attorney. 


New England Road-Masters’ Association.—This associa- 
tion, organized in Worcester, Mass., March 28, with the fol- 
Jowing officers: President, R. Hyland, Cheshire Railroad; 
Vice-President, A. C. Bean, Central Vermont; Secretary, 
W. F. Ellis, Providence & Worcester; Treasurer, P. A. 
Eaton, Concord Railroad; Executive Committee, R. Hy- 
land, W. F. Ellis, J. W. Shanks, J. 8S. Laneand J. R. Patch. 


New Orleans, Baton Rouge, Vicksburg & Memphis.—At 
a meeting heldein New @rleans, April 9, the following di- 
rectors were chosen: C. E. Armstrong, J. M. Edwards, R. 
H. Elliot, John A. Grant, John H. Ingram, W.S. Matthews, 
R T. Wilson. The board elected R. T. Wilson, President ; 
J. M. Edwards, Vice-President, General Manager and 
Treasurer ; C. E. Armstrong, Secretary and Assistant Treas- 
urer ; John A. Grant, Chief Engineer, 


New York, Chicago d& St. Louis.—Mr. A. H. Evans has 
been appointed Acting Superintendent of the Western Divi- 
sion in place of E. E. Dwight, who has gone to the Toledo, 
Cincionati & St. Louis. 


New York, Lake Erie & Western.—Mr. I. Jolls has been 
appointed Superintendent of the Susquehanna Division in 
place of Mr. R. B. Cable, who has gone to the Denver & 

io Grande road. Mr. Jolls has served on the road for a 
number of years. 


New York Railroad Commission.—Mr. Wm. C. Hudson 
has been appointed Secretary of the Commission in place of 
W. H. Thompson, who was first appointed, but afterward 
found to be disqualified, as being not a citizen of the State. 
Mr. Thompson remains in the service of the Commission. 


Oil Citu & Tionesta.—This company has elected Wm. 
Dent, of Brookland, Pa., President. 


Panama.—At the annual meeting in New York, April 9, 
the following directors were chosen: J. G. McCuflough, R. 
W. Thompson, Jesse Seligman, E. P. Fabbri, J. W. Ellis, 
Theodore J. De Sabla, D. O. Mills, Charles G. Francklyn, 
Joseph Ogden, William B. Dinsmore, Thomas Maddock, 
George Garr, E. F. Winslow. Gen. Winslow is a new direc- 
tor, succeeding Trenor W. Park, deceased 


Pensacola & Atlantic.—At the annual meeting, April 11, 
the following directors were chosen: W. D. Chipley, W. 
F. McCormick, G. A. Stanley, Pensacola, Fla.; John E. 
Green, Milton H. Smith, Louisville, Ky. The board elected 
Milton H, Smith Presideat; W. D. Chipley, Vice-Presi- 
dent and General Superintendent; Cushman Quarrier, Sec- 
retary and ‘l'reasurer. 





Philadelphia & Reading.—The reorganization of the 
Roadway Department has been perfected, and Mr. H. K. 
Nichols, the Chief Road-Master, has issued a circular in 
which the names of the division road-masters and the terri- 
tories over which they will preside are given as follows: 
Philadelphia Division, comprising the Germantown, Norris- 
town, Chestnut Hill, Plymouth and Chester branches, M. F. 
Bonzano, Master; Bound Brook Division, comprising Bound 
Brook, North Pennsylvania, Northeast Pennsylvania, 
Doylestown and Trenton branches, William Hunter, Master ; 
Pottstown Division, comprising the main line from Eckerts, 
near Reading, to Pottstown, I. E. Umstead, Master; Read- 
ing Division, comprising main line from Eckerts to coaling 
station north of Reading, and the East Penn and Allentown 
branches, E. Chamberlain, Master; Lebanon Division, com- 
prising Lebanon Valley Railroad and portious of Lebanon 
and Tremont branches, J. C. Patterson, Master; Pinegrove 
Division, comprising the Schuylkill & Susquehanna Bail- 
road and portions of the Lebanon and Tremont branches, 
William G. Johnson, Master; Pottsville Division, comprising 
all the main line northward from Reading and all the coal 
territory south of Broad Mountain, P. A. Taylor, Master; 
Tamaqua Division, comprising the Little Schuylkill Rail- 
road, the East Mahanoy Railroad to Mahanoy (ity and the 
Catawissa Railroad to Catawissa, William H. Derchant, 
Master: Catawissa Division, comprising the Catawissa Rail- 
road from Catawissa to Williamsport, William G. Yetter. 
Master; Mahanoy Division, comprising all territory north 
of Broad Mountain and west of Mahanoy City, including 
East Mahanoy Railroad as far east as Mahanoy City, 8. H. 
Kupp, Master. 


Pike Mills & Kettle Creek.—This company has elected 
C. R. Earley, of Ridgway, Pa., President. 


Pine Creek & Tioga Valley.—This company has elected 
Wm. Dent, of Brookland, Pa., President. 


Pittsburgh, Chartiers & Youghiogheny.—Mr. J. E. 
Schwartz is Fresident ; Joseph Ramsey, General Manager 
and Chief Engineer. 


Port Royal & Augusta.—Mr. Patrick Walsh has been 
chosen a director in place of E. P. Alexander, resigned. 


Rochester & Ontario Belt.—At a meeting held in New 
York, April 5, the following directors were elected: J. Rhine- 
lander Dillon, James Tuompson, Geo. L. Baker, Thomas H. 
Bailey, Joseph M. Hurlbut, Alvah W. Burlingame, Adolph 
M. Klemm, Russell L. Webb, Garrett F. Dillon, George M. 
Rollins, William Elder, Donald McNaughton, Mortimer 
Wilkie. The board elected J. R. Dillon, President; T. H. 
Bailey, Vice-President; A. M. Klemm, Secretary and Trea- 
surer. 

Sabine Pass & Texas Northern.—Mr. John E. Wiggins is 
appointed Superintendent of Motive Power and Machinery, 
with office at Marshall, Tex. He was recently on the Texas 
& Pacific at El Paso. 


St. Paul, Minneapolis & Manitoba.—Mr. 8S. R Stimson 
having tendered his resignation as General Superintenent, 
to take effect April 1, that office is abolished, and the duties 
pertaining thereto assumed by the General Manager. All 
reports and correspondence heretofore made to the General 
Superintendent will, until further notice, be addressed to 
Mr. H. C. Ives, General Manager’s Assistant, at St. Paul, 
Minn., and any orders or instructions given by him will be 
respected accordingly. 


Sheffield & Tionesta.—This company has elected Thomas 
G. Hall, of Brookland, Pa., President. 


Sinaloa d& Durango.—At the annual meeting in Boston, 
April 5, the following directors were chosen: J. Henry 
Brooks, James 8. Cumston, S. W. Richardson, Jobn:G. Stet- 
son, Boston; D. B. Safford, Edward P. North. Robert R. 
Symon, New York. 


Sinnemahoning & Pine Creek.—This company has elected 
William Dent, of Brookland, Pa., President. 


South Carolina.—At the annual meeting in Charleston, 
S. C., April 4, the following directors were chosen: Samuel 
Sloan, James J. Higginson, Francis A. Stout, T. Bailey 
Myers,Percy R. Pyne, Henry P. Talmadge, Frederick Hardy, 
New York; Andrew Simonds, Wm. H. Brawley, Charles- 
ton. The board elected Henry P. Talmadge, President; 
James J. Higginson, Vice-President; John B. Peck, General 
Manager; Wm. T. Minor, Secretary; Gaston Hardy, Treas- 
urer. 


State Line, Brookland & Pine Creek.—This company has 
elected Wm. Dent, of Brookland, Pa., President. 


Tidewater Pipe Line.—At the meeting held in Titusville, 
Pa., April 7, the old officers were re-elected as follows: 
President, B. D. Benson; Managers, R. E. Hopkins, A. N. 
Perrin, James R. Keene, Franklin B. Gowen; Secretary and 
Treasurer, R. E. Hopkins. 


Tionesta Central.—This company has elected C. R. Ear- 
ley, of Ridgway, Pa., President. 


Toledo, Cincinnati & St. Louis.—The board has re-elected 
E. B. Phillips President; Herbert Steward, Secretury and 
Treasurer. 

Mr. J. M. Oberson has been appointed Superintendent of 
Telegraph. 

* Mr. E. M. Hunsaker has been appointed Acting Train- 
Master; L. K. Blair, Chief Train Dispatcher; J. M. Osborn, 
Superintendent of Telegraph. 


Toledo, Indianapolis & St. Louis.—This company has 
elected Amos D. Owen, President; H. C. McGaven, Vice- 
President; John P. Shissler, Secretary; T. S. Gilliland, 
Treasurer. The President is in Indianapolis, Ind. ; the other 
officers in Van Wert, Ohio. 


Wabash, St. Louis & Pacific.—The board has elected Jay 
Gould President; R. S. Hays, First Vice-President; A. L. 
Hopkins, Second Vice-President; YU. M. Hoxi>, Third 
Vice-President; James F. How, Secretary; D. S. H. 
Smith, Treasurer; W. B. Cornean, Assistant Treasurer. 

Mr. Howard E. Laing has been appointed General Pas- 
senger Agent in Chicago, in place of S. F. Tichenor, de- 
ceased. Mr. Laing has been City Ticket Agent for the road 
in Chicago for several vears. 

Mr. H. M. Hoxie, Third Vice-President, will have general 
charge of the traffic of the road, in place of John C. Gault, 
resigned. 

Mr. James F. How, Secretary, will have charge of all 
matters relating to taxes and assessments, and will also 
have charge of the purchase of supplies. 

Western Maryland.—From April 2 B. H. Griswold, 
General Freight and Ticket Agent and Auditor, assumes the 
duties of General Freight and Passenger Agent, and J. D. 
Whittington, late Chief Clerk with Mr. Griswold, assumes 
the duties of Auditor and General Ticket Agent. 

Wheeling & Lake Erie and Cleveland & Marietta.—The 
following circular from General Manager M. D. Woodford 
is dated Toledo, O., March 31: ‘The authority of C. A. 
Wilson, Chief Engineer, is hereby extendel over the Cleve- 
land & Marietta Railroad, and all employés engaged in the 
road, bridge or water service will respect his instructions.” 





PERSONAL. 


—Mr. Wyndham C. Jones has resigned his position as 
Chief Engineer of the Connotton Valley road. 


—Mr. L. C. Jones has resigned his position as Superin- 
tendent of the Cape Fear & Yadkin Valley road. 


‘ —Mr. Henry Yonge has resigned his position as Purchas- 
ing Agent of the Central Railroad, of Georgia. 


—Mr. John P. Ilsley, formerly President of the St. Paul & 
Duluth Railroad Co., is now President of the Southwest 
Virginia Improvement Co., with headquarters in Philadel- 
phia. 


—Mr. W. B. Hamblin, General Agent of the Chicago, 
Burlington & Quincy at Council Bluffs and Omaha, has 
resigned to accept a position on the Atchison, Topeka & 
Santa Fe road. 


—-The second trial of George J. Rice, formerly President 
of the Utica, Ithaca & Eimira Co.. for forgery and embez- 
zlement, has, like the first, resulted in a disagreement of 
the jury. He will be tried a third time. 


—Mr. Mark McGlenn, for many years a locomotive engi- 
neer on the Chicago, Burlington & Quincy, bas given up 
railroading and gone into the manufacture of brick and tile 
at Plano, Ill., the firm being McGlenn & Doran. 


—Mr. John C, Gault has resigned his position as General 
Traffic Manager of the Wabash, St. Louis & Pacific road. 
Mr. Gault will probably travel for some time, with the hope 
of restoring his health, which has been failing for some 
time. 


—Gen. Bird W. Spencer, Treasurer of the New York, 
Lake Erie & Western Co.. was on April 9 re-elected Mayor 
of the city of Passaic, N. J., where he resides. Gen. Spencer 
has been a popular and efficient head of the city govern- 
ment. 


—Mr. Miller Bullard, Superintendent cf Telegraph of the 
Missouri Pacific Railroad, died at bis residence in Sedalia, 
Mo., April 3. He had been connected with the road for a 
number of years, and hada high reputation as a railroad 
and telegraph officer. 

—Mr. 8. R. Stimson, for some time past General Superin- 
tendent of the St. Paul, Minneapolis & Manitoba road, has 
resigned that office and accepted the position of Superintend- 
ent of the Northwestern Car & Manufacturing Co., whose 
extensive works are at Stillwater, Minn., near St. Paul. 

—Mr. C. V. Smith, freight agent of the Eastern Railroad 
at Salem, Mass., for the past 14 years, has resigned, to ac 
cept the position of Superintendent of the Fort Popham Im- 
provement Co. Mr. Smith bas been 32 years in railroad 
service, having served 11 years as locomotive engineer on 
the Maine Central Railroad and seven years in Boston in 
charge of the outward freight on the Eastern Railroad. 

—Mr. Joseph Byers, a civil engineer, formerly of Phila- 
delphia, and for many years on the Philadelphia & Reading 
road, died recently at Carthagena in the United States of 
Colombia. Mr. Byers went to Brazil some eight years ago, 
and had been in South America ever since. with the excep- 
tion of a short visit to his friends. At the time of his death 
he was engaged in improving the port and defenses of 
Carthagena. 

—Mr., Charles C. Trowbridge, one of the oldest citizens of 
Detroit, both in yearsand length of residence, died in that 
city last week, aged 83 years. He was for many years a 
prominent mercbant, and was connected with many local 
enterprises. He was for several years President and after- 
ward Receiver of the Detroit & Milwaukee road. Mr. 
Trowbridge. it may be noted, died in a house which he built 
for himself 57 years ago, and in which he had lived ever 
since, 

—Mr. Edward W. Kinsley has resigned his position asa 
member of the Massachusetts Railroad Commission, his 
resignation to take effect at once. Mr. Kinsley was a prom- 
inent and prosperous merchant of Boston, and has been a 
diligent and careful member of the Commission. taking an 
active part in all its proceedings. He was first appointed in 
1878, and was reappointed in 1881 for a second term, which 
would not expire until 1884. Mr. Kinsley resigns to accept 
an important position with the New York banking firm of 
J. W. Seligman & Co. 

—Mr. Coffin Colket,who died at his home in Philadelphia, 
April 6, was born at Epping, N. H., in 1809, and began 
work as a railroad contractor in 1829,when he built several 
bridges for the Baltimore & Ohio road, Later he built the 
Neweastle & Frenchtown road in Delaware, and afterward 
had contracts on the Philadelphia & Columbia, the Phila- 
delphia & Trenton, the Germantown & Norristown and 
the Rensselaer & Saratoga ruvads. In partnership with the 
late John O. Stearns, (afterward bis son-in-law), he built 
the Central Railroad of New Jersey from Elizabetbport to 
Somerville, and afterward part of the extension to Easton. 
He also built part of the Philadelphia, Wilmington & Balti- 
more, the Chester Valley, the Blossburg & Corning and 
other roads, and part of the Champlain Canal. He also 
built several of the principal street railroad lines in Phila- 
delphia, and was a large stockholder iu some of them until 
his death. At the time of his death Mr. Colket was President 
of the Philadelphia, Germantown & Norristown and the 
Chestnut & Walnut Street companies, and he had served at 
different times as a director of the New Jersey Central and 
several other companies. He was almost the last survivor 
of the earlier generation of railroad contractors, and had 
seen the entire railroad system of the United States grow up 
during his active life. 








OLD AND NEW ROADS, 





Atchison, Topeka & Santa Fe.—The estimated net 
earnings for the quarter ending March 31 were $1,316,178, 
an increase of $226,798, or 20.8 per cent., over the same 
quarter last year. 

The estimated net earnings of the controlled Kansas City, 
Lawrence & Soutbern Kansas road for the quarter were 
$173,695, an increase of $66,626, or 62.3 per cent., over 
last year. : 


Augusta, Elberton & Chicago.—At a recent meeting 
of the board of directors it was decided to begin work on 
this road from the junction with the Augusta & Knoxville 
road as soon as the permanent location can be completed. 
It was also decided to iaake the road of 5 ft. gauge instead 
of 3 ft. as at first proposed. 


Bachman Valley.—A survey has been made for an ex- 
tension of this road from the present terminus at Ebbvale, 
Md., south by west to Westminster on the Western Mary- 
land road. The distance is 9 miles. 


Baltimore & Ohio.—At the regular monthly meeting 
of the Board in Baltimore, April 11, the usual semi-annual 
dividend of 5 per cent. was declaredupon the stock of the 
Main Stem and Washington Branch of the railroad. The 
result of the financial half year shows, after the payment of 
the dividend, a surplus of more than $700,000 to be added 
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to the surplus fund, which is not represented by stock nor 
bonds, and which fund row amounts to upward of $44,- 
, 


Boston & Lowell.—A meeting was to be held April 12 
by the stockholders of this company, to vote on the ques- 
tion of accepting the recent act of the Massachusetts Legis- 
lature authorizing the company to buy the Middlesex Cen- 
tral road; also on the question of issuing $250,000 new 5 per 
cent. bonds in payment for that road. 

The Middlesex Central road extends from Lexington, 
Mass., to Concord, 11 miles, and has always been leased by 
the Boston & Lowell Co. The rental is 6 per cent on $280,- 
000 stock. 


Central Iowa.— A correspondent in Boston writes that 
the meeting recently held in Boston was not for the purpose 
of securing ‘‘ the rights of the preferred stockholders,” but 
to ascertain why these preferred stockholders had received 
no dividend. This, the correspondent says, was because the 
net earnings in excess of interest on the 7 per cent. bonds 
had been expended on necessary improvements of the road 
and rolling stock, which had been received from the Court 
in 1879 in bad condition. The complaints that resulted in 
the call for this meeting, our correspondent attributes to 
personal motives. 


Central Vermont.—A dispatch from St. Albans, Vt., 
gives information of a possible reopening of the seemingly 
interminable Central Vermont litigation, which it was sup- 
posed was settled by the recent purchase of the interest of 
the Hov. F. A. Brooks in the Vermont Canada stock and 
Vermont Central bonds. John N. A. Griswold, of New 
York, is the holder of a large amount of Central Vermont 
equipment bonds, which are a _ part of the ** trust debt,” so 
called, which a recent decree of the Supreme Court in the 
case of James R. Langdon and others against the Central 
Vermont established as a prior lien to all other forms of 
indebtedness. Most of this trust debt has _ been 
deposited in assent to the scheme of  reorganiza- 
tion, but Mr. Griswold has refused bis assent and stands on 
his rights under the Langdon decision. He now proposes to 
bring a petition before Chancellor Royce, at St. Albans, 
this week, to be made a party to the Langdon suit, his 
object being to compel the payment of his bonds in cash in- 
stead of taking in exchange for them the bonds of the new 
consolidat2d mortgage of $7,000,000 under the reorganiza- 
tion scheme. Should he succeed, and the managers refuse to 
settle with him, it may cast a cloud on the title of the prop- 
erty and cause the assenting bondholders to refuse to sign 
the mortgage. The Langdon decision was subject to an ac- 
counting by the Central Vermont managers, which was 
ordered by the Court and was in progress, but suspended, 
coe the settlement of the negotiations lately com- 
pleted. 


Charleston & Savannah.—The matter of the dis- 
tribution of the fund arising from the sale of this road in 
foreclosure was before Judge Cothbran in Charleston, 8. C., 
last week. After some discussion among counsel for the 
various parties interested, it was agreed that an order 
should be made providing for the payment of the money 
borrowed by the Receiver to build tbe B:e’s Ferry Exten- 
sion, and also for the allowance of fees to counsel and for 
tbe discharge cf the Receiver. The road bas been out of 
his hands for some time. 


Chicago, Burlington & Quincy.—This company 
announces that it is now prepared to take freight from 
Chicago to Salt Lake and points in Centra] Utah by its own 
line and the Denver & Kio Grande to Salt Lake. 

This company’s statement for February and the two months 
ending Feb. 28 is as fofows: 


‘ Feb. uary. Two mouths. 
MO iss. sss diss dain dn eee $1.711,621 $3,236,701 
I o's 659.655. pcqests seceas bens 988,298 1,706,581 


Net earnings................ $722,723 

For the two months there was an increase of $120,067, or 
4.0 per cent., in earnings; a decrease of $27,640, or 1.6 per 
cent., in expenses, and an increase of $148,207, or 10.7 per 
cent., in net earnings. 

Chicago & Great Southern.—This company some 
time ago bought the old Chicago & Block Cast ves, run- 
ning from Attica, Ind., south to Veedersburg, 1514 miles, 
and has lately extended it south Yeddo, 7 miles. The new 
line which the company is building is now completed from 
Fair Oaks, Ind., on the Louisville, New Albany & Chicago, 
southward 45 miles to Pine Village. A gap still remains of 
121¢ miles, from Pine Village to Veedersburg, on which 
work is in progress. 


Cincinnati & Eastern.—This road is now completed 
and opened for business to Evans, O., 3 miles beyond the 
late terminus at Minera] Springs and 80 miles from Cincin- 
—_. Tracklaying is in progress between Evans and (a- 
ena. 


Cincinnati, Hamilton & Dayton.—A dispatch from 
Indianapolis, April 2, says: ** The Superior Court, in general 
term, to-day affirmed the injunction restraining the Union 
Railway Co. from interfering with the Cincinnati, Hamil- 
ton & Indianapolis Railroad trains in the use of the depot 
and track privileges of the former under the lease by the 
latter. This is the case brought to test the power of the 
Union Railway Co. to regulate the sale of tickets in this city 
over all lines using its tracks and depot by lease or other- 
wise. All the roads but the Cincinnati, Hamilton & Indian- 
apolis recently closed their outside ticket offices, and the 
Union Co, sought to force the closing of this office, by noti- 
fying the Cincinnati, Hamiltou & Dayton Co. that unless it 
was done its trains would be refused admittance to the de- 
pot. To prevent this the suit was brought. It will go to 
the Supreme Court on appeal, but pending its decision 
there it is more than likely that the recently closed offices 
will be reopened.” 

Cincinnati, Indianapolis, St. Louis & Chicago.— 
On April 9 passenger trains on this road began to run to 
and from the new passenger station on Third street in Cin- 
cinnati. The new station is a very fine one, and has cost 
nearly $1,000,000. <A description of it was published some 
time ago. The trains of the Cleveland, Coluinbus, Cincin- 
nati & Indianapolis road wili also use the station, but no 
other road will run to it, for the present, at least. 

Cincinnati, Washington & Baltimore.—The follow- 
ing circular from Gen. Oriand Smith, President of this 
Company, is dated Cincinnati : 

‘The organization of the Cincivnati, Washington & Balti- 
more Railroad Co. has been cempleted by its acceptance of 
the deed conveying to it the railroad and other property of 
the Marietta & Cincinnati Railroad Co. as reorganized. 

‘“*By authority of the board of directors,I this day as- 
sume such control of the property and affairs of the new 
corporation as pertains to the office of President. 

“The liabilities of the Purchasin® Trustees will be as- 
sumed by this company, and remittances will be made ac- 
cordingly. 

* All accounts and business on and after April 1, 1883, 
will bein the name of the new corporation. 

“The heads of the respective departments will continue 
the same as heretofore.” 


Chicago & Northwestern.—Thbis company pub- 
lishes the following statement of the mileage of its lines in 
operation on Feb, 1- 


CHICAGO & NORTHWESTERN RAILROAD (PROPER). 
Chicago to East Bank of the Mississippi River, 


_ opposite Clinton, Iowa...... obacone seanusenss . 137.00 
ND ee error nr mer 121.00 
NS aaa 
Chicago Cut-Off and Branches................ -. 9.70 
Chicago to Fi. Howard, via Janesville, Wis ..... 242.20 
Seer 72.40 
Appleton Eranch, to Water Power................ 4.63 
Ft. Howard to Ishpeming............ tus... BD 
DOWEES OD COMMA Dive snc icccccsscccvcccseces 69.34 
Iron River Junction to Stambaugh............ .. 20.00 
Narenta to Metropolitan. ... ......ccsccccesscccces 35.00 
Branches and Extensions to mines from main 

Line and Branches of Peninsula Division. ..... 72.51 
DURPUNGTS 00 THD bono ceccsccescedeccscacsccce MUGO 


.00 
-—— 1,195.08 
ELGIN & STATE LINE RAILROAD. 


Elgin, Ill., to Lake Geneva, Wis................ 45.04 
Geneva, Ill., to St. Charles, Ill.................. 2.40 
—_ — 47.44 
IOWA MIDLAND RAILWAY. 
Clinton, Iowa, to Anamosa .... ... ..........- 71.40 
Anamosa to State Quarry .................5.5: 2.17 





CHICAGO, IOWA & NEBRASKA RAILROAD. 
East bank of the Mississippi River, opposite 
Clinton, Iowa, to Cedar Rapids.............. 82.40 82.40 
CEDAR RAPIDS & MISSOURI RIVER RAILROAD. 
Cedar Rapids to Union Pacific Transfer ....... 270.50 
Junction near Union Pacific Transfer to Mis- 





souri River, opposite Omaha, Neb... ....... 1.10 
Clinton, Iowa, to Lyons, Iowa.................. 2.60 
_ — 274.20 
STANWOOD & TIPTON RAILWAY. 
Stanwood to Tipton, Iowa...................... 8.50 8.50 
MAPLE RIVER RAILROAD. 
Maple River Junction, Iowa, to Mapleton.... .. 60.10 
Wall Lake to Holstein, Iowa................. 45.20 
——--- 105.30 
DES MOINES & MINNEAPOLIS RY. 
Des Moines to Toledo & Northwestern connec- E- 
Oe a ee ae ee bs cnucece kes 57.45 57.45 
IOWA RAILWAY, COAL & MFG. CO. 
Boone, Iowa, to Voal Mines..................... 3.20 3.25 
TOLEDO & NORTHWESTERN RY. 
Toledo & Northwestern Connection to Jewell 
EIR ee TERETE ES PLR 1.75 
Jewell Junction to Lake City, Iowa.... ........ 58.10 
Tama to Elmore, Minn.........................- 164.50 
Eagle Grove to Hawarden, Iowa ...... 145.00 


—_—s-- 369.35 


IOWA SOUTHWESTERN RAILWAY. 
Carroll to Audubon........ 34.60 





PE BG TS 5.555.445) snkecressEdeenoese 17.50 
—-—— 52.10 
CHICAGO, MILWAUKEE & N. W. RY. 
Chicago to Milwaukee... ....ccccc0s cosee ones 85.00 
Milwaukee to Fond du Lac................... 63.30 
Sheboygan to Princeton, Wis............. eae 78.40 
Milwaukee to Galena, via Madison and Mont- 

Roe < nind ik, 5 ee edne wine cad didiceteedc Os hoe 193.17 
Montfort to Weodman................ seeeceeee 28.50 
Lancaster Junction to Lancaster......... 12.04 
Platteville Junction to Platteville .......... .. 4.00 

— 464.41 
ROCK RIVER RAILWAY. 

SRMEBTERD, WIR... 0 BRO: ooicnssies stevecicsxae 6.10 6.10 
GALESVILLE & MISSISSIPPI RIVER R. R. 
Trempealeau, Wis., to Galesville, Wis.......... 6.64 6.64 
WINONA & ST. PETER RAILROAD. 

Winona, Minn., to Watertown. Dak............ 322.98 
Eyota to Plainview, Minn................. 2... 16.60 
eer 12.30 
Rochester, Minn., to Zumbrota. ......... Mite 25.71 
Mankato Junction to Mankato................ 3.75 
Sleepy Eye to Redw aaa 25.90 
Tracy, Minn., to Dakota state line... .... .... 46.40 
——_-_- 453.04 
DAKOTA CENTRAL RAILWAY. 
Minnesota state line to Pierre, Dak.... ..... 209.11 
BOURNE: OP CIR on kb.ctacdccccescca- 0s see 96.90 
Brookings to Castlewood... ................++. 34.00 
Watertown, Dak., to Redfield, Dak....... ..... 71.10 
——- 411.11 
CHICAGO, ST. PAUL, MINNEAPOLIS & OMAHA RAILWAY. 
Eastern Division. 
Elroy to Minneapolis..... .................. 208.00 
Merrillan to Neillsville, Wis.................... 14.00 
iN occa cis 50.0 Kaiaiee bes be-eepnek on 3.00 
Hudson to River Falls. Wis........ ............ 12.00 
Eee eee 3.00 
Stillwater Junction to Stillwater. Minn......... 4.00 
Eau Claire to Chicago Junction......... ....... 79 00 
South Stillwater to Lakeland............ 4.50 
— 207.50 
Northern Division. 
North Wisconsin Junction to Bayfield.......... 177.00 
Superior Junction to Superior, Wis.... ........ . 62.00 
Ashland Branch... ; ‘ eyaposa wet 6.00 
————._ 245.00 
St. Paul Division. 
re ee ae ee 122.00 
Lake Crystal to Elmore, Minn.. ................- 44.00 
—_——- 166.09 
Sioux City Division. 
St. James to Sioux City, Iowa................-... 148.00 
Sioux Falls Junction to Salem, Dak.............. 98.00 
Heron Lake to Woodstock, Minn........... .... 44.00 
RROD TS TOU: skicckancsddchecisacaicwevisen 46 28.00 





318.00 
Nebraska Division. 

Covington to Omaha... ....... ......... 

Coburn Junction to Ponca, Neb.... . 

Emerson to Norfolk, Neb 





189.00 

Total C*st. P.M. &0. Ry. . 1,245.50 
Sn eT ae eee ae Wee . 4,856.44 
The total mileage is thus made upas follows: Chicago 


& Northwestern proper, 1,195,08: proprietary roads and 
leased lines, 2,414.86: Chicago, St. Paul, Minneapolis & 
Omaha, controlled, 1,245.5u; total, 4,856,144 miles. 

The following new lines are under construction: Batavia 
to Aurora, Ill., 6.80; Holstein to Correctionville, Ia., 11.00; 
Hawarden, Ia., to Iroquois, Dak., 126.00; total, 143.80. 
When completed these lines will increase the total mileage 
to 5,000.24 miles. 


Cincinnati, Wheeling & New York.—This company 
recently bought the old Eastern Ohio Railroad, which has 
been for a number of years in operation from Cumberland, 
O., eastward 8 miles to Point Pleasant, on the Cleveland & 
Marietta road. The new company has extended the road 
from Point Pleasant east to Senecaville, 5 miles, making it 





13 miles long. 





College Hill.—A petition has been filed for the sale of 
this short surburban road out of Cinciunati, by some judg- 
ment creditors, who claim that the mortgage on the road 
was executed chiefly for the purpose of evading other 
claims, and that a large part of the bonds were issued with- 
out consideration. 


Delaware Valley.—This company proposes building a 
railroad from Port Jervis, N. Y., down the Delaware River 
to Milford, Pa., about 10 miles, provided subscriptions to 
the amount of $50,000 can be secured to the stock. 


fast Tennessee, Virginia & Georgia.—The latest re- 
port in relation to this road is that negotiations have been 
in progress for intimate relations with the Gould South- 
western system, and possibly for the sale of a large interest 
in the road to Mr. Gould. ow much, if any, truth there 
may be in these rumors it is difficult to say, 


Fall Brook Coal Co.—The large round-house of this 
company at Corning, N. Y., was destroyed by fire on the 
evening of April3. Nine engines in the house were very 
badly damaged; five of them were new consolidation engines 
just received for use on the new Jersey Shore Line. The 
loss is estimated at $125,000. 


Gainesville,Jefferson & Southern.—Three routes have 
been surveyed for a branch of this line from Jug Tavern, 
Ga., to Athens. The distance is 22 miles and the work’ will 
all be light, except for a short distance out of Athens. 


Geneva, Hornellisville & Pine Creek.—An effort is 
being made to revive interest in this projected line from 
Geneva, N. Y., to Gaines, Pa., 122 miles. A contract has 
been let to a concern known as the National Construction 
Co,, and meetings have been held at various points to work 
up subscriptions along the line. " 


Grand Trunk.—A cable dispatch from London to the 
Toronto Globe says: ‘*‘ Negotiations between the Grand 
Trunk and Canadian Pacific Railways are progressing most 
satisfactorily. Messrs. George Stephen and Henry W. 
Tyler had a long conference on Friday, and will resume 
their deliberations to-day. The interview on Friday was 
most satisfactory, and there is every probablity of an ar- 
rangement being effected by which the two companies will 
work together harmoniously. The Ontario & Quebec Rail- 
way, now building, will be worked in the joint interest of 
the two companies, and an agreement for an interchange 
of traffic from Manitoba and the Northwest Territory be- 
tween the negotiating lines appears to be a foregone con 
clusion, though the terms of the prospective agreement are 
as yet withbeid from the public. The possibility of a cessa- 


-| tion of hostilities has had a good effect on the market here.” 


A later dispatch (April 10) says: “Further progress was 
made to day inthe negotiation between the Grand Trunk 
and Canadian Pacific Railways. It is understood that an 
agreement has been practically settled upon which will end 
the rivalry between the two companies. The following is 
the basis upon which an understanding was arrived at: 
The Grand Trunk recognizes the right of the Canadian 
Pacific to a monopoly of all traffic toand from the North- 
west. The Cenolies Pacific will abstain from invading the 
territory of the Grand Trunk, and both lines will inter- 
change all the traffic possible in a manner mutually con- 
venient and in the interest of the respective lines. If the 
ce »n:truction of the Ontario & Quebec Railroad should not be 
proceeded with, which, in the light of this agreement, may 
not be improbable, equal facilities for both companies will 
be provided by a duplication of existing lines or tbe con- 
struction of loop lines.” 


Illinois Central.—The Traffic Department reports the 








earnings for March as follows: ; 
1883. 1882. Increase. P.c. 
Be Ba ste: senetce $555,858 $518,673 $37,185 7 
SD sekes. doses 198,176 167,554 30,622 18.3 
Southern Division.... 352,624 309,247 43,377 14.0 
WE incsn es ctacnasn $1,106,658 $995,474 $111,184 11.2 


The Land Department reports sales of 5,239.85 acres for 
$23,780.38. Cash collections on land account were $18,- 
223.19 during the month 

On the Canton, Aberdeen & Nashville Branch of the 
Southern Division the grading is now completed for a con- 
ciderable distance, and tracklaying will soon be begun from 
Canton, Miss., northeast. 


International Bridge.—The Canada Soutbern has 
always protested against the rates charged by this company 
for cars crossing the bridge as excessive, and refused to pay 
them, but in suits brought in the United States District 
Court the bridge company recovered. It seems that the act 
of Congress provides that in case the bridge company can- 
not agree with the parties using the bridge as to the tolls to 
be paid, they shall be fixed, after a hearing, by the Judge 
of the United States Court for the Northern District of New 
York. The Canada Southern applied to the Judge (Wallace) 
to fix the tolls, but he declared himself unable to do so. Now. 
on appeal to the United States Supreme Court a mandamus 
has been granted directing Judge Wallace to fix the tolls. 

When the bridge was opened it was used by three railroad 
companies, and the bridge company required that they 
should pay $1 per car, but not less than $55,000 a year, 
making a minimum total of $165,000 a year. Last year 
the Canada Southern alone sent about 175,000 cars over the 
bridge, the tolls on which would amount to more than the 
mivimum total fixed at the opening. The Canada Southern 
claims that the tolls per car should be fixed at such a rate as 
will produce the actual cost of maintenance and working, 
and not more than 10 per cent. on the capital, and 2 per 
cent. for a renewal fund. 


International & Great Northern.—At the annual 
meeting last week tle stockholders fconfirme d_and ap- 
proved the lease of the Galveston, Houston g Henderson 
road, and authorized a guarantee of the prircip | and inter- 
est on $2,000,000 of bonds issued by that road. 


Louisville & Nashville.—This company’s statement 
for February and the eight months of the fiscal year from 
July 1 to Feb. 28 is as follows: 


February. Eight months. 
i $1,015,000 $8.994,267 
aes * "691,917 5,595,658 
Net earnings . $323,083 $3,398,609 


For the eight months there was an increase of $1,202.58 ), 
or 15.4 per cent., in earnings; an increase of $759,656, or 
15.7 per cent., in expenses, and an increase of $442,924, or 
15.0 per cent., in net earnings. as 

The extension of the Knoxville Branch from Livingston, 
Ky., to the Tennessee line is completed, and connection has 
beeu made with the tracks of the Ohio Division of the Easi 
Tennessee, Virginia & Georgia road, completing the line 
from Louisville to Knoxville. The new terminus at the 
state line is 62 miles southward from Livingston, and 202 
miles from Louisville. From the state line to Knoxville the 
distance is 70 miles, making the whole distance from Louis- 
ville 272 miles. The line just completed gives direct rail 
connection for the first time between Louisville and the 
chief city of East Tennessee, the only line heretofore having 
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; a, 
been the circuitous one Dy wav of Nashville and Chatta- 


nooga. 


Louisville, New Albany & St. Louis.—As noted briefly 
heretofore, the President of this company has issued a 
circular to the holders of the first-mortgage bonds of the 
Louisville, New Albany & St. Louis Railway, and the second 
mortgage bonds of the Louisville, Evansville & St. Louis 
Railway, stating that the holders of the above-named bonds 
have signified that they will surrender the four coupons next 
falling due, and accept therefore scrip of this company, 
payable at its option within 10 years, and bearing interest 
at the rate of 6 per cent. per annum. The said coupons, 
when funded, are not to be canceled, but are to be deposited 
with the American Loan & Trust Co., of Boston, trustee, as 
security for the payment of the scriv and interest when they 
become due. The American Loan & Trust Co. is now per- 
pared to deliver the scrip in exchange for the first-mort- 
gage bond coupons, falling due on April 1 and Oct. 1, 1883, 
and April 1 and Oct. 1. 1884, and for the second-mortgage 
bord coupons falling due on Sept. 1,1883, Marcb_1 and Sept. 
1, 1884, and Mareh 1, 1885. He adds: ‘It is desirable 
that the funding should be completed as soon as poosible, 
and you are earnestly requested to forward to the Ameri- 
ean Loan & Trust Co., Boston, Mass., the above-named 
coupons you hold or control.” 

The road is chiefly owned in Boston. No reports of its 
earnings have been made since its completion, butit is under- 
stood that they have been light, as was to have been ex- 
pected. 


Maine Railroad Taxes.—Tbe Governor and Council 
have assessed the tax against the Maine railroads as fol- 
lows: Maine Central, $31,156.41; Portland Horse Railroad, 
$416.85; Portland & Ogdensburg, $1,921.51; Portland & 
Rochester, $1,434.57; Rumford Falls & Buckfield, $124.38; 
Sandy River Valley, $45.53; Somerset Railroad Company, 
$69.48; St. Croix & Penobscot, $86.54; Grand ‘Trunk, 
$9,566.02; Bangor & Piscataquis, $288.59; Boston & 
Maine, $19,823 26; Bucksport & Bangor, $38.15; European 
& North American Railway, $6,825.28; Eastern Railroad 
Company, $20,311.11; New Brunswick & Canada, $47.42; 
Knox & Lincoln, $719.87; Orchard Beach, $10.92; New 
Bruuswick Railway, $20.12; Lewiston & Auburn Horse 
Railroad, $36.06. 


Manitoba Southwestern.—Trains on this road will 
probably begin running from Winnipeg, Man., to the Min- 
nesota boundary line about April 15. 


Mexican Railroad Notes.—The following notes are 
from the Mexican Financier ot March 24 : 

Rails have been laid up to kilometre 85 (52 miles) west of 
Tampico on the Central. Five locomotives are employed in 
the work of construction. The telegraph line has reached 
kilometre 135 (85 miles). 

The passenger travel on the recently opened railroad be- 
tween Puebla and San Martin Texmelucan is increasing. 
During February the road carried 15,587 passengers, a 
daily average of 557. The average fur January was 376 
and for December 347. The ‘* British Empire,” on ber last 
trip, brought three passenger and four platform cars for 
use on the road. 

Mr. A. G. Bradstreet, of Jaltipan, Vera Cruz, has received 
a contract for constructing 37!¢ miles of the Tehuantepec 
(Isthmus) Railroad. The locomotive has reached kilometre 
42 (26 miles). The earthworks are completed for 40 miles, 
The Coatzacoalcos River, along which the railroad runs for a 
short distance, is said to be navigable for over 9U miles 
inland. There are 3,200 men at present employed on con- 
struction on the west side. lt is expected to reach the city 
of Tehuantepec, 15 miles from Salina Cruz, by May 20. 

The managers of the Puebla & Amozoc Railroad have 
asked from the government permission to open their road 
to the public. The railroad running between Puebla and 
Los Llanos is officially announced compieted. The inaugu- 
ration, subject to the approval of the Government, is fixed 
for April 2 or May 5. 

The various railroad concessions given at different times 
for building from Vera Cruz to this city via Jalapa and 
Irolo and from this city to the Pacific have been consolida- 
ted into one concesion under the name of the Acapulco, 
Morelos, Mexico, Jrolo & Vera Cruz Interoceanic Railroad. 
The new organization is obliged to construct at least 44 miles 
of road the first year, and 75 miles the succeeding years and 
to complete the entire system within 14 years from the date 
of the contract. At the end of 99 years the road and rolling 
stock will revert to the government, the latter paying for 
the property at the rate of $10,000 a kilometre. 

The railroad concession given to Dr. E. C. Wise for build- 
ing from the port of San Benito, Chiapas, to Tapachula 
has been declared forfeited for failure to fultill terms of con- 
tract. 


Michigan Central.—Tbis company is building a new 
iron transfer boat for the Detroit ferry, which will cost about 
$250,000. The boat is to be 315 ft. long and will have three 
tracks on her main deck, giving a carrying capacity of 34 
freight cars. She will be a side-wheel boat with two engines, 
and will be especially fitted for cutting through the ice. 

Michigan & Ohio.—Work is now progressing actively 
on this road at several points between Toledo, O., and Alle- 
gan, Mich. The company has purchased from the Pennsyl- 
vania Company the track laid several years ago by the 
Michigan Lake Shore Co., from Ailegan eastward to Mon- 
teith, 12 miles, and bas Jaid track from Monteith eastward 
11 miles. The grading between Battle Creek, Micb., and 
Marshall is well advanced. 


Missouri, Kansas & Texas.—A branch of this road has 
been compieted from the main line at Atoka, Ind. Ter., 
eastward to Lehigh, 8 miles, where there are large coal 
mines. The branch ts used for coal only. 

Missouri Pacific.—By the lease of the Wabash, St. 
Louis & Pacific road, this company adds the 3,518 
miles of road worked by that company to the 5,8v6 
miles which it previously controlled, making a total of 
9,414 miles of road uuder one management. The extent of 
this system may be shown by the fact that it extends from 
Toledo on the east to Omaha on the west and from Toledo 
and Chicago on the north to Galveston, and to Liredo on 
the Rio Grunde ia the sou. b and to El Paso on the south- 
west. The main lines of this system are profitable, but it is 
weighted with a great number of branches and lateral lines, 
and nearly ali the companies included io it are carrying 
heavy loads of debt. The Missouri Pacific bad a large sur- 
plus last year; but, with the exception of the Iron Mountain, 
none of its subordinate companies quite earned their fixed 
charges, while the Wabash fell bebind about $570,000 for 
tbe year. 

New Orleans, Baton Rouge, Vicksburg & Mem- 
phis.—Tbis company bas lately acquired the charter and 
property of the Mempbis & New Orleans Railroad & 
Levee Co., thus consolidating all the interests concerned in 
tae line between New Orleans and Memphis on the east 
bank of the ea og It is proposed also to build a 
branch to Greenville, Miss., in consideration of which the 
town of Greenville has voted a subsidy of $50,000. Wash- 
ington County, Miss., bas also voted $100,000 bonds in aid 
of the road, 





New York & New England.--Surveys have been 
made for a branch about 5 miles long from the Providence 
Division near Baltic, Conn., southeast to the Norwich & 
Worcester Division at Taftville. It will accommodate 
several large mills, and will shorten considerably the dis- 
tance between Hartford and Norwich. 


New York, West Shore & Buffalo.—This company 
has accepted the site offered for its repair sbops at East 
Frankfort, N, Y., 9 miles east of Utica. The land, which 
cost $75,000, is paid for by the people of the adjoining towns. 

Contracts have been let for the passenger station and 
freight house in Utica, N. Y., which wili be-of brick and 
cost about $50,000. Contracts have been let for a number 
of the smaller stations. 

The company has general plans for the depots at the 
smaller stations, which are termed A and B depots. The A 
depots are 76 feet long and the B depots 62 feet long. They 
are of wood and the general design is as follows: 

A general building 24 by 34 ft., two stories high, and 
with a cellar underneath. This will be surmounted by an 
observation tower. This portion will be used for offices, and 
the interior will be of pise, finished on the word. On two 
sides of this main building wi!l be wings one story in height. 
In the case of the A depots the size of each of these wings 
will be 24 by 24 ft., and iv the case of the B depots 17 by 





24 ft. These wings will be used as waiting and baggage 
rooms. They will have a wainscoting reaching to the top 


of the doors, painted and sanded. Above this line the in- 
terior will ke of pine with natural finisb. The exterior of 
the building to the beight of one story will be of novelty 
siding, which has grooved joints and resembles clapboard- 
ing. Above this line, the exterior will be of shingles sawed 
so that when put on an octagon face is presented. The 
roof of the building will be very steep, and cuvered with 
metallic shingies, The outside of the building, rocf in- 
cluded, will be painted in fancy colors. 


Northeastern, of Georgia.— Work will be resumed this 
month on the extension of this road from Tallulah Falls, 
Ga., to Rabun Gap, and about the same time work will be 
begun on the section of the road in North Carolina. 


Northern Pacific.—The heading from the east end of 
the Mullan tunnel is now in about 1,200 ft. The work is 
now in granite of the hardest kind, and no timbering is re- 
quired. The long cutting at the west end is. finished and 
work is in progress on the beading at that end. From the 
central shaft the headings have been opened about 150 ft. 
each way. 


Oregon Railway & Navigation Co.—Tbis company’s 
statement for March and the three months ending March 
31 is as follows: 

March. 
$418,100 


225,000 


Three months. 
$3 819.110 
1,944,507 


Gross earnings 
Expenses 





.. $193,100 $1,875,603 

For March there was a decrease of $2,285, or 0.5 per 
cent., in earnings; a decrease of $5,975, or 2.6 per cent. in 
expenses, and an increase of $3,690, or 1.9 per cent., in net 
earnings. 


Net earnings. 


Philadelphia & Atlantic City.—The Philadelphia 
Ledger says: ** We are informed that the management of 
the Philadelphia & Atlantic City (Narrow-Gauge) Railway 
has this week passed into the hands of the new owners, the 
Leading and New Jersey Central syndicate, although Messrs. 
Gatzmer and J.inderman continue as trustees for the bond- 
holders. Two-thirds of the old board of directors have with- 
drawn and their places been filled by representatives of the 
new management.” 

Pittsburgh, Chartiers & Youghiogheny. -— The 
Pittsburgn Kailroad Reporter says: ‘‘this company  pro- 
poses to build a new route from Mansfi-ld to Latrobe. The 
uew line will be known as the Chartiers & Youghbiogheny. 


The present operated road extends to Essen, a short dis-’ 


tance beyond Mansfield, but the new line, which has all 
been surveyed, will pass into Upper St. Clair township, on 
to Library, and then to West Elizabeth, where it crosses the 
Monongahela River into Westmoreland County,and passes 
on to Latrobe on the line of the Pennsyivania Railrvad. 
The Youghiogheny River is crossed at Sutersville. the en- 
tire road being something near 7V miles in length. All 
preparations are rapidly being completed, and the work of 
grading will commence very shortly, and the work rushed 
on to completion.” 


Pittsburgh Junction.—The Pittsburgh Telegraph of 
April 10 says: ** The ordinance offered in Common Council 
yesterday afternoon, and referred to the Street Committee, 
having for its object a change of the route of the north ena 
of the Pittsburgh Junction Railroad, meets with very gen- 
eral favor. ‘lhe preposition is certainly a novelty in rail- 
road legislation, for inasmuch as these corporations usually 
knock at the door of Councils for extended powers which 
interfere more or less with the convenience of the public, 
and more especially of certain localities, this ordinance aims 
to reduce to the minimum those vbjections which are in- 
separable to extensive works of this character constructed 
inacity. ‘The verdict of Councils will no doubt be that 
so pleasant an innovation should be encouraged. 

‘* By the original grant of right of way the railroads 
would pass under Liberty, Penn and Butler streets by a tun- 
nel beginning uear Millvale ou the Pennsylvania Railroad 
and emerging on the south line of Charlotte street, and 
thence crossing four important streets at grade, namely, 
Charlotte, Smallman, Toirty-fitth and Thirty-sixth streets 
before reaching the Allegheny Valley Railroad, which it 
would also cross at grade, From thence it would pass down 
Thirty-sixth street to the Allegheny River. Since this loca- 
tion was made it has been discovered that to pass under But- 
ler street without interfering with the sewer and water sys- 
tem of that street would.be very diflicilt, though not imprac- 
ticable. ‘The crossing of the Allegheny Valley at grade is, 
too, objectionable, inasmuch as this would require the stop- 
page or all trains before crossing aad would tu some extent 
be an obstruction to traffic on all the streets crossed at grade 
heretofore mentioned. 

“ The idea of the new ordinance is to obVate all these 
difficulties and objections. Surveys have been made which 
show that the deviations from the original route will be 
much more convenient for the public and prevent to a ma- 
terial degree the obstruction which otherwise’ might occur. 
This resurvey contemplates a line from Millvale to Thirty- 
third street, thence crossing Liberty street and extending 
along Thirty-third street to the river, crossing the Allegheny 
Valiey above grade. This route would cross the busy part 
of the city at its narrowest point and the only street at 
grade will be Liberty. ‘nis street has littie or no business 
traffic beyond Thirty-third street, but the ordinance pro- 
vides that the public interests will be amply secured by the 
erection of approved safety gates. Between Liberty street 
and the river are Penn, Butler, Charlotte and Smallman 
streets, all of which willbe passed over by means of sub- 
stantial iron structures of not less than 14 feet iu beight and 
of a width from house side to house side. Thus it will be 
observed that instead of four streets and a railroad being 
crossed at grade, as in the original ordinance, the new prop- 
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| osition is to cross only one street at grade. The change 
| would enable the company to handle cars with increased 
| facility, and thereby ad4 to those benefits to the business of 
the city which were the primary object of the Junction en- 
terprise.” 


Pittsburgh & Virginia.—The Richmond (Va.) State 
says: ‘‘Mr. P. P. Dandridge, Chief Engineer of the pro- 
posed railway from Pittsburgh to Lynchburg, has examined 
the regions to be traversed, and reports five different 
{routes: From Pittsburgh via ‘l'ygart’s Valley and Greenbrier 
rivers and White Sulppur Sprivgs, 390 miles; from Pitts 
burgh via Tvgart’s Vailey River and Covington, 375 miles; 
from Pittsburgh via Cheat River, Jackson’s River and Cov 
ington, 37U miles; from Pittsburgh via Cheat River, Cow- 
Pasture River and Williamson’s, 342 miles; from Pittsburgh 
via Cheat River, Cow-Pasture River, Panther Gap and Lex- 
ington, 306 miles. 

‘*The shortest railway connection now in operation be 
tween Pittsburgh and Lynchburg is about 514 miles. Mr. 
Dandridge, after making the examination, recommends the 
route by wav of Cbeat River and Lexington, Va. The cost 
of its construction would be, it is thought, about $30,000 or 
$35,000 per mile. The engineer says that by this route the 
great lines of railway from the East to the West are crossed 
at the nearest practicable points at which they can be 
reached by a southerly road from Pittsburgh. It will touch 
two important lines of projected railway, which will prove 
valuable feeders, and which are not approached by either of 
the other routes. 

‘““By this line of road Pittsburgh will not only be connected 
with Lynchburg and the James River valley, but with the 
citiesot Richmond and Petersburg, and with deep water at 
the ports of Norfolk and Newport News.” 


Rogers Lumber Co.—This company has lately com- 
yleted a narrow-gauge road from Seney, Ga., on the East 
Season, Virginia & Georgia road, 183 miles south of 
Rome, south by west to Deaton, on the East & West road. 
It is 9 miles long, and was built chiefly for carrying lumber, 
but passenger trains are also run a reguiar schedule. 


St. Louis, Hannibal & Keokuk.—This company, 
whose road now extends from Hannibal, Mo., to Troy, has 
made arrangewents to build an extension from Troy to st. 
Louis. The extension will require a bridge over the Mis 
souri River, which the line as surveyed crcsses about 15 
miles above St. Charles. 


St. Louis, Iron Mountain & Southern.—A special 
meeting was held in St. Louis, April 10, at which the stock 
was unanimously voted in favor of approving the lease of 
the Wabash, St. Louis & Pacific road. As alli the stock is 
owned by the Missouri Pacific Co., the Iron Mountain is, of 
course, merely the representative of that company in the 
lease. 


Savannah, Florida & Western.—The branch of this 
road from Climax, Ga., 8 miles east of the terminus at 
Bainbridge, southwest to Chattaboochie, Fla., is completed, 
the last rail having been laid March 29. The branch is 31 
miles long, and connects at Chattahoochie, 258 miles from 
Savannah, with the new Pensacola & Atlantic road, com 
pleting a rail route between Savannah and Peasacola, and 
through Pensacola with Mobile and New Orleans. It is pro- 
posed to continue the branch trem Chattahoochie southward 
to East Pass at the mouth of the Apalachicola. 


Sioux City & Pacific.—Regular trains on this road 
have begun torun through to Valeutine, Neb., 7 miles beyond 
the late terminus at Thatcher and 293 miles trom Blair. 
Valentine is the county seat of the newly-created county of 
Cherry, and is situated iv the valley between the Niobrara 
River and the Minni-Chadza Creek, four miles west of Fort 
Niobrara, thirty miles south of Rose Bud Agency, and 119 
miles east of Pine Ridge Agenev, and 180 miles east of 

Rapid City and Black Hills. 


Southern Pacific.—The Colorado Division is now com 
pleted to Goffs, Cal., 209 miles eastward from the main line 
at Mohave, and 53 miles beyond the late terminus at Amboy. 
This is the branch which is to connect with the Atlantic & 
Pacific at the Colorado River. 


Texas & st. Louis.—The bridge over Red River at 
Garland, Ark., which bas for some time delayed the com 
pletion of this road, is now nearly finished, and it is 
expected that the gaps in the main line wiil be finished this 
mouth, completing the line from Cairo to Texarkana. 

lt is proposed to build a branch line from Shreveport, 
La., toconnect with this road at the nearest available point. 


Wabash, St. Louis & Pacific.—The stockholders of 
this company, at an adjourned meeting in St. Louis, April 
10, votea to approve a lease of the road to the St. Louis, 
Iron Mountaiu & Southern Co. The lease is, of course, prac 
tically to the Missouri Pacific Co.. which owns all the stock 
of the Iron Mountain, but it was taken in the name of the 
Iron Mountain Co. b2eause the Missouri Pacific and the 
Wabash are to a certain extent parallel and competing 
roads, and adirect lease would be contrary to law. 

The rental to be paid to the Wabash, St. Louis & Pacific 
Co. is to be the net earnings of the road. The lessee agrees 
to pay all fixed charges, advancing the amounts necessary, 
should the net earnings be insufficient to pay the charges: 
such advances to Le a charge on the leased road,taking prec- 
edence next after the bonded debt, and to be repaid trom 
the first surplus earnings. 

The roads bave been practically under the same control 
tor some time, and will now be brought under a single man- 
agement, the expected result being some economy in 


working. 
Waukesha, Mukwonago & Geneva Lake.—This 


company has been organized to build a railroad from Wau 
kesha, Wis., to Geneva Lake, about 30 miles. 


Western Union Telegraph.—The New York Supe- 
rior Court at General Term bas confirmed the decision of 
the Special Term enjoining this company from paying divi- 
dends on the new stock distributed at the time of the consol 
idation with the Atlantic & Pacific and the American Union 
compavies. It is announced, however, that Mr. Jay Gould 
will pay all stockholders through the Mercantile Trust Co., 
taking assignments of their rights to the dividend. 


Wilmington & Onslow.—Work is soon to be begun 
on this road, which is to run from Wilmington, N. C., north- 
east to Onslow, about 50 miles. 


Wisconsin Central.—The report is renewed that the 
Oregon & Transcontinental Co. is negotiating for a con- 
trolling interest in this rod, its object being to use the line 
as an extension of the Northern Pacific to Milwaukee and 
Chicago. The connecting line between the Northern Pacific 
at Superior City ang the Wisconsin Central at Ashland is 
under contract to be finished this season. The control of 
this road is in a few hands, and probably the only difficulty 
would be in agreeing as to the price, This company has 
lately completed a branch from Chelsea, Wis., west to R'b 
Lake. It is 6 miles long and reaches a large body of pine 
land, 
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